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A JOB FOR THE TRAFFIC CLUBS. 
We call attention to the action, chronicled elsewhere 


in this issue, of the New York Traffic Club with re- 
spect to the railroad problem. It is significant and 
important because it represents the thought of prac- 
tical men who know the transportation business from 
both the industrial and the railroad side and who can 
have no ulterior motive—that is, they are not stock- 
holders or politicians, but just business men who know 
their business. We venture to say that ninety-nine 
per cent of the traffic clubs of the country would take 
practically the same action, if they decided to take 
any, and that the vote in each of them would be ninety- 
nine per cent unanimous. Why should not the traf- 
fic clubs, in view of the importance of the situation, 
depart from the mere social aspect of their being and 
endeavor to help solve the problem? However care- 
less of the opinions of those who know Congress may 
be at times, certainly it would have to pay attention 
to such a movement as this. 


Saturday, January 4, 1919 








THE SHELVING OF HARLAN 

It will be a great misfortune if, as now seems 
probable, the political exigencies surrounding the 
selection of men for service on the Interstate 
Commerce Commission result in a failure to re- 
appoint James S. Harlan, of Illinois, whose term 
of office expired January 1. We do not know 
whether the result is due to political machinations 
or to mere chance, the fact of the approaching 
Harlan vacancy having been overlooked when 
Joseph B. Eastman was recently appointed to suc- 
ceed George W. Anderson. We merely say it is un- 
fortunate that this, one of the two oldest members of 
the Commission in point of service (he and Commis- 
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sioner Clark were appointed in 1906), who has served 
with distinction, and against whose ability and 
particular qualifications for the place nothing has 
ever been urged, should thus be dropped for no 
reason other than political adjustment. In saying 
this we do not mean anything in disparagement of 
Mr. Eastman. He is a splendid man, we should 
say, for the place. But if his appointment as a 
Republican were going to make necessary the ap- 
pointment of a Democrat to succeed Mr. Harlan 
a few weeks later, then we say the Democrat 
should have been appointed when the Anderson 
vacancy was being filled and Mr. Harlan should 
have held his place. There may be and probably 
are considerations involved about which we know 
nothing. We do not pretend to know. But we do 
know that a faithful servant is about to be shelved 
for no apparent good reason. It is just possible 
that the President weighed Eastman against Har- 
lan and concluded that Eastman would make the 
better commissioner, but he probably did nothing 
of the sort. 


i. THE PRESENT SITUATION. 
No year in the transportation business ever came 


in with a more unsatisfactory condition of affairs 
than the present one. The Railroad Administra- 
tion has had charge of the rail carriers for just a 
year. The taking over of the roads was not, per- 
haps, the solution of the transportation war prob- 
lem that the best informed men had in mind. Few 
such men consciously advocate placing a task re- 
quiring for its successful accomplishment skill, ex- 
perience and tact in the hands of public officials. 
The men who take office as a public duty are in 
the minority. They may have grand ideas, but the 
execution of their ideas is in the hands either of 
the professional government employee, the small 
politician, or the incense-burner. 

Director-General McAdoo gathered able railroad 
men about him, but they re-acted as might have 
been expected. They had been subject to control 
of public officials who kept them from running 
wild. They became government officials, endbwed 
with the power of autocrats, and they used it. The 
toes of everybody who had been in control up to 
that time were stepped on. The commissioners, 
state and federal, were swept into a corner. Rail- 
road executives followed them not long after. The 
owners of small railroads received little considera- 
tion. The shipper was told by local railroad offi- 
cials that for once in his life he would know defi- 
nitely “where to head in.” 

Now those whose toes were stepped on are able 
to show their resentment. The result is the con- 
fusion with which 1918 came to an end. Through- 
out the country the local authorities are getting 
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ready to assert the power of the states to regulate 
intrastate rates. While the period of active bellig- 
erency lasted most of them accepted the contention 
of the Director-General that he had power over 
rates for application within the states. Arizona 
has issued an order directing the removal of dis- 
criminations on hauls within the state. The Rail- 
road Administration will wait until the state un- 
dertakes to punish a railroad agent for not obeying 
the order. In that way the issue will be presented 
to the courts, if at all. 

The tenth section of the federal control act seems 
to give the President some power over state rates 
‘by saying that carriers, while under federal con- 
trol, shall be subject to all laws and liabilities as 
common carriers, whether arising under state or 
federal laws, or at common law, “except in so far 
as may be inconsistent with the provisions of this 
act or any other act applicable to such federal con- 
trol, or with any order of the president.” 

Director-General McAdoo asserted he had power 
to make state rates. He has acted on that conten- 
tion ever since, even to the extent of deciding that 
he will not give passes to state officials in ex- 
cess of ten in any state, where the state law or 
constitution says they shall be provided with 
passes. That decision is “an order of the Presi- 
dent” which, according to the contention made 
under the tenth section, supersedes a state law in- 
consistent therewith. State law, in this instance, 
may be regarded as also meaning state constitu- 
tion, because in a federal court a state constitution 
has no greater sanctity than a state statute. If it 
contravenes a federal statute, which itself is not in 
conflict with the federal constitution, it falls. 

That part of the tenth section which seems to 
preserve state laws makes their preservation de- 
pendent on the will of the President. If that is 
within the power of Congress, then the order of 
the Arizona commission is not worth the cost of 
producing it. 

If the interpretation put on the President’s proc- 
lafiation by the Director-General as to the power 
over state rates is correct and the federal control 
law is merely an embodiment of the President’s procla- 
mation into a statute, as has been said, then the 
tates made for application within the states can 
never be changed while the President has the 
power to make rates, except by himself. 

The Commission is authorized to review any 
rate, rule or regulation made by the President, and 
“after full hearing may make such orders as are au- 
thorized by the act to regulate commerce.” The 
act to regulate commerce, as interpreted by the Su- 
preme Court, authorizes the striking down of a 
state-made rate only because it discriminates 
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against commerce between states. But, in the Ari- 
zona case, the discrimination is not against com- 
merce between states, but concerns the commerce 
of two towns in Arizona, within a few miles of each 
other. By no stretch of imagination could removal 
of such a discrimination be ordered as a violation 
of the act to regulate commerce. If the Director- 
General was empowered, constitutionally, to make 
rates for application within the states, then Con- 
gress has left shippers within a state without any 
remedy for the removal of discriminations, or the 
abatement of excessive rates. The limitation of the 
power of the Commission is definite. 

This confusion as to the law on the many points 
that have been raised has existed throughout the 
year, but it has been kept more or less in the back- 
ground simply because those unable to see how 
Congress could empower or had empowered the 
President to make rates applicable within the states 
were unwilling to raise such a question while there 
was war. Now, however, although technically the 
war is still going on, the men who were thrust into 
a corner and not even consulted on things they 
knew more about than the men McAdoo picked as 
his assistants, are preparing to resist the encroach- 
ments that in some cases might even have been wel- 
comed, as war measures, if the Director-General 
had seen fit to consult with shippers, instead of al- 
lowing it to be made difficult even to talk with him. 

A five-year extension for the organization Mr. 
McAdoo has built up would be obnoxious to nearly 
all organizations of states and shippers. The rail- 
road executives have occasionally called on him to 
talk about matters in dispute, but as a rule they 
have avoided Washington. They were not over- 
fond of the Commission but they went oftener to 
see commissioners than they have gone to see the 
Director-General. 


A SIMPLE PROBLEM. 


We do not for a moment mean to minimize the 
importance of the problems that must be solved if 
and when the railroads are returned to private own- 
ership. But we are of the opinion that, however 
important these problems are, many of them are 
simple, nevertheless. For instance, much has been 
made by the Director-General and others of the 
difficulty of adjusting the financial situation. Con- 
siderable money has been advanced to some roads 
and not to others. Extensive improvements have 
been started or completed on some roads and not 
on others. In a word, if the roads were turned back 
at once without taking any of these things into con- 
sideration some of the roads would be “ahead of the 
game” and others would be “in a hole.” But how, 
in principle, does that problem differ from the one 
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presented by great industries over the country that 
turned their plants over to the manufacture of am- 
munition or other war supplies and that, now that 
peace has come, find themselves without either war 
business or the ordinary business which they gave 
up in order to serve the government? The answer 
is simply that justice must be done, and anyone 
with the facts before him, half a grain of common 
business sense, and a desire to do the right and fair 
thing, would have no trouble in deciding what jus- 
tice is in a given case. 

The war cannot be continued, of course, merely 
that the government may carry out the contracts 
with these manufacturers. Neither can they be per- 
mitted to continue to manufacture things that are 
not needed in time of peace in order that they may 
not lose money. The work should stop and the 
manufacturers should be made whole. The differ- 
ence between the cost of making them whole and 
what the government obtains from them should be 
charged to the cost of the war. And that is where 
it should be charged in the case of the railroads. 
The government took them over regardless of their 
wishes and did as it pleased with them. It must 
pay the piper. And no one objects to its doing so. 
Probably, if the war had lasted three or four or ten 
years longer, the plans of the Railroad Administra- 
tion might have been worked out so that this phase 
of the problem would not have seemed so formid- 
able. But the war didn’t last and everybody is glad 
it didn’t. Why worry because some road got the 
best of it and some other road got the worst of it? 
Restore things on an equitable basis and start over. 
We imagine there will be no trouble with the rail- 
roads themselves on this score. All they could get 
by resort to the courts in any case would be justice, 
and they ought to have that without such resort. 


THE RECORD FOR THE YEAR. 

The taking over of the railroads by the govern- 
ment may or may not have been necessary in order 
to win the war; those who have been responsible 
for the operation of the roads during the war may 
or may not have performed well their task; but it is 
only when considered as a war necessity that the 
taking over can be justified and only by comparison 
with what might have resulted otherwise may the 
accomplishments of those in power be entitled to 
praise; those who attempt to show the benefits of 
government operation in and of itself and the ex- 
cellence of the performance of the government’s 
agents, on its own merits, undertake too much. Only 
when one thinks of government operation as a 
necessary evil, due to the war emergency, can there 
be any satisfaction. If it was necessary to tear the 
tate structure to pieces, destroy the organizations 
the railroad companies had built up, and spend 
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months on schemes for the standardization of en- 
gines and cars in order to win the war, then gov- 
ernment operation, in its entirety, can be com- 
mended. Otherwise not. Perhaps the unnecessary 
and foolish things were more than compensated for 
by the necessary things that were accomplished. 
That might be and probably will be argued for 
years. But that many unwise and unnecessary 
things were done is hardly open to dispute. 

No one can now figure how much the first year of 
government operation is going to cost the people. 
At the end of October, with the flood of war busi- 
ness at its greatest, the railroads were being ope- 
rated at a prima facie cost of $125,000,000 over and 
above the guaranteed “just compensation,” amount- 
ing in round figures to $945,000,000. The signing 
of the armistice cut off the war tonnage and com- 
mercial tonnage has not yet taken its place. A 
summary of the reports for the year the Interstate 
Commerce Commission requires railroads to make 
will not be available until about March 1. The 
prima facie shortage of $125,000,000 was shown in a 
summary for October, made public by the Commis- 
sion December 28. 

Not a dollar of reparation has been paid by the 
Railroad Administration in the year it has been in 
control of the railroads. Rates have been put up 
and then put down, all within a week, or two weeks, or 
a month, but not a dollar of the confessedly unjust 
exaction has been returned to any shipper. 

An almost equal slowness has characterized the 
Railroad Administration in disposing of loss and 
damage claims. The government has not been as 
just to shippers as before government operation it 
forced the railroad corporations to be. The Inter- 
state Commerce Commission, everybody knows, 
would not have allowed the railroad corporations 
to “get away” with such dilatory ways in disposing 
of reparation and loss and damage claims filed in 
the ordinary course of business. 


Reparation and loss and damage claims are, per- 
haps, comparatively small things. They are, how- 
ever, large things to the men who have been forced 
to pay rates which the acts of the Railroad Admin- 
istration confess were unjust. 

The big addition to the prima facie deficit of 
$125,000,000 will be caused by the claims for com- 
pensation filed by. the railroads, the average of 
whose operating income for the test period com- 
posed of the three fiscal years ended with June 30, 
1917, was not large enough to constitute “just com- 
pensation” during the period of federal control. 

When the government takes the property of a 
citizen, for public use, he is entitled to the fair value 
of it. He may not have made a dollar of income 
from it but that gives no warrant for the govern- 
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ment taking it and giving him nothing for it, or 
giving him less than five or six per cent, if it com- 
mandeers the use of it, without taking title. Tak- 
ing the use of a piece of property is something new 
in American practice, so there is not a body of law 
on that subject such as has been built up around the 
taking of complete title to it. But the principles 
must be the same. The roads with no income or 
only small incomes must receive a fair return on 
their investments, even if they have not been able 
to make such return for themselves. If all railroads 
were willing to accept the average of income for the 
test period, the rent bill for the year that has just 
closed would be, in round numbers, $945,000,000. 


The country will be fortunate if-it is able to pay 
a rent bill of less than $1,100,000,000, exclusive of 
the damages, if any, it will have to pay for the 
scrambling that has been done by the Railroad Ad- 
ministration. The question whether a railroad com- 
pany will be able to obtain an award of damages 
because business has been diverted from its rails by 
the orders of the Railroad Administration is one 
about which lawyers can, and doubtless will, do 
much fighting. 

Adding the deficiency caused by the expensive 
operation of the Railroad Administration to the 
amount the rent bill will be increased by the legal de- 
mands of the roads that are not prosperous, but not 
taking into account the reparation and loss and 
damage claims that will have to be paid, the direct 
cost to the treasury, over and above the just com- 
pensation fixed for the prosperous roads, will be 
at least $280,000,000 for this one year’s government 
operation. It means that every one of the dollars 
raised by the increased freight rates and passenger 
fares will be used up and that the taxpayers will 
have to go into their pockets to pay for the opera- 
tion of the railroads. 

But the war was won. The bill might have been 
greater had the President not taken over the rail- 
roads. The railroads might have utterly collapsed. 
In that sense we may not regret the price and may 
hold it well spent. But government operation does 
not shine as an economic policy, nevertheless. 


The President took over the railroads, appointed 
Mr. McAdoo Director-General, and then came ef- 
forts to remake the whole transportation system by 
setting aside the executives who had been operating 
the properties, disrupting their traffic organizations, 
increasing wages. During the greatest war in his- 
tory the Railroad Administration undertook prac- 
tically all the “reforms” and changes that had ever 
been advocated by the railroad men placed in power 
by the Director-General. 

Nearly everything that was was held, in effect, to be 
wrong—so wrong that men had to be diverted from 
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their ordinary tasks to re-make the railroad ma- 
chine. Instead of ordering cars and engines on 
plans that had been used, the engineers and drafts- 
men were set to work to make new plans. Men 
were set to studying the cost of various kinds of 
paint, with a view to finding covering for cars and 
passenger coaches that would save a dollar here and 
a dollar there. Ticket offices were consolidated. 
Unexpired leases were ignored. No repeat orders for 
cars or engines were given. It was a new broom 
sweeping clean that was placed on exhibition. 
Years hence, no doubt, the lawyers for railroad cor- 
porations and for the government will be fighting 
in the courts to determine whether the government 
or the railroad corporations shall pay the rent on 
the unexpired leases for the rooms made vacant 
when the ticket offices were consolidated. 

Savings there were, undoubtedly. Engine and 
car miles were saved—something like 47,000,000 
passenger car miles. But savings of that kind ~ 
have been swallowed up by the enormous increase 
in expenses. The saving in car and engine miles 
cut down the expenses somewhat, but the reduc- 
tions were not great enough to overcome the in- 
creased costs. 


PRICES ON TICKETS 


R. L. Kerns, traffic manager of the United States 
Radiator Corporation, writes as follows to Gerrit Fort, 
assistant director, Division of Traffic, U. S. Railroad Ad- 
ministration: 

“The writer sees room for a radical change in the 
method of selling passenger transportation, although we 
are frank in admitting there have been many changes for 
the betterment of the service recently, such as combining 
the sale of transportation and Pullman fares at the same 
window, special windows for special traffic, etc. However, 
what the writer has in mind is the printing or writing of 
the fare on the ticket itself. When a man pays the 
charges for freight the freight bill indicates the weight 
of the shipment, the rate of freight, and the amount of 
freight charges. No such business method, however, sur- 
rounds the handling of passenger tickets. A man unfa- 
miliar with passenger fares can go into a ticket office in 
Detroit and ask for a ticket to Chicago and pay $11.50, or 
more than the correct rate. On his arrival at destination 
he may discover that he paid the improper amount of 
money, but there would be no evidence to that effect. 
The ticket clerk could tell him that only the correct 
amount of fare was collected. 

“This difficulty could be obviated by the printing of the 
fare on the ticket, between all large stations, and the 
writing of the correct fare to the smaller stations on the 
ticket by the ticket seller. I feel that the man paying the 
fare has a perfect right to ask that this information be 
indicated and, unless it is supplied, I propose to make 
it my business that I and everyone with whom I come in 
contact will demand a receipt for the money that is paid 
for transportation. Then I would have evidence of the 
amount paid. 

“A ticket reading from point of origin to point of des- 
tination is not a receipt for money paid, and is indicative 
of the fact, of course, that the possessor must have paid 
money to secure it. It is very easy for ticket sellers to 
make mistakes in fares, and they often do, and it would 
seem that the opportunity for errors of this nature could 
be eliminated by the printing of the fare on the ticket 
itself, or requiring the ticket seller to write the fare 
where it is not already printed. 

“This information is passed to you with the earnest 
hope that the suggestion can be adopted.” 
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Current Topics 
in Washington 


The Race Question.—Advocates of 
federal incorporation of railroad com- 
panies and those who are favoring a 
five-year period for experimentation 
with government operation are be- 
lieved to be overlooking one obvious 
obstacle in their path. That is the 
fear, whether well or ill founded, in 
the South, that nationalization of 
anything necessarily means _ social 
equality for the races in Dixie land. 
Southern states have nullified the 
part of the constitution forbidding 
discrimination, in laws pertaining to 
the franchise, on account of race or previous condition 
of servitude. They have enacted “Jim Crow” laws and 
the courts have had to uphold them as being within the 
sphere of the police powers of the states. It is sug- 
gested that if and when railroad companies are incorpo- 
rated by the federal government they will not be subject 
to such powers, because then they will be agencies of 
the federal government and discrimination by the federal 
government, it is suggested, is unthinkable. If the rail- 
roads continue in control of the national government for 
the five-year period, it is further pointed out, the exigen- 
cies of politics might persuade, if not constrain, the Di- 
rector-General to ignore the state laws ordaining sep- 
arate coaches and separate waiting rooms for the races. 
At a recent meeting in Washington of leaders of the 
race that complains that it is subjected to undue dis- 
crimination, the point was made by one of the principal 
speakers that the members of their race are not satisfied 
with as good accommodations as are provided for the 
other race. He said they wanted the same accommoda- 
tions in the same structures, notably hotels and theaters. 
For political reasons, the thought is, a Director-General 
not dependent on support in the southern states for con- 
tinuance in office, might be persuaded to say that equip- 
ment in all trains should be for the use, without distinc- 
tion, by all holders of the same kind of tickets. A Di- 
rector-General from a part of the country where there 
is no race question, because, practically speaking, there 
is only one race, might try to curry favor, it is suggested, 
by issuing such an order, regardless of the trouble it 
might create in a part of the country where there is an 
acute race question. 














A Proper Attitude of Mind.—It was Grant who said “Let 
us have peace” when, soon after the Civil War, a sug- 
gestion was made for a policy that would have made a 
reunion of the sections even harder than it was. A patri- 
otic suggestion in connection with the work of finding 
a solution for the railroad problem is that every man 
who takes any part in the work that is expected to result 
in legislation be required every morning to read five 
times the confession in the prayer book and repeat each 
time he offers a suggestion, “We have followed to much 
the devices and desires of our own hearts and there is 
no health in us.” For congressmen, it is further sug- 
gested, that a pondering on the words, “we have done 
those things we ought not to have done and left undone 
those things we ought to have done,” would help greatly. 
They would be particularly appropriate, it is submitted, 
during the consideration of the part of the act to regulate 
commerce forbidding pooling. Those who know well the 
work of the Commission are prepared to maintain that 
there has been more justice in its attitude toward the 
railroads than there has been on the part of some big 
railroad system men toward the Commission. Sometimes 
both federal and state commissioners have had to be 
severe with some railroad men. It may be significant that 
the sneering is done chiefly by the railroad men and pub- 
licists who have had the least contact with the commis- 
sioners, state and federal. It is the uninformed who have 


talked most, who have done most to embarrass the men, 
beth railroad employes and, in their efforts to make 
the machine run smoothly. Railroad men have come 
before the Commission with propositions 


they them- 
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selves could not honestly advocate. They had to come, 
because their superiors gave orders. When the Com- 
mission disapproved them, the superiors, without giving 
much thought to the objections set forth by the com- 
missioners, used the fact of the rejection to discredit the 
regulatory body. 





Rule by the Commission.—Few shippers and not many 
well-informed railroad men believe Congress is going to 
throw its $50,000,000 investment in the jurisprudence built 
up by the Commission into the scrap basket. They can- 
not imagine the continuance of such an autocracy as the 
Railroad Administration, even if the government should 
become the owner of the railroads. Assuming that the 
act to regulate commerce will again become the law 
regulating the relations between carrier and shipper, most 
shippers and railroad men are thinking more of changes 
needed in that fundamental act than about legislation for 
a continuance of the autocracy. Among better informed 
railroad men, such as R. Walton Moore, T. J. Norton, 
H. A. Seandrett and a dozen whose names can be easily 
recalled by shippers, there has long been a thought that 
there should be some way by which a railroad could force 
the Commission to inquire into the quality of a state 
scale, without waiting for some shipper to bring a Shreve- 
port case. The railroad that obeys a state rate law, 
whether statute or commission order, is the one that is 
accused of unjust discrimination, not the state that orders 
the making of the supposedly discriminatory rates. The 
railroad cannot move to rid itself of the charge, except 
by reducing the interstate rates, thereby reducing its 
revenues, and possibly affording the state an excuse for 
a still further reduction in the rates. Lack of identity 
in rates is not proof of the kind of discrimination the law 
forbids. The federal Commission is supposed to have 
such wide knowledge of rate matters that, after exam- 
ination, it might not condemn a state rate structure. Its 
refusal to condemn it would leave the railroad free from 
the charge of discrimination. There is no good reason 
for not giving the railroad the right to demand an in- 
vestigation, such as the Commission makes when a ship- 
per shows reason for an inquiry, either in a formal com- 
plaint, or in correspondence. The rule about a general 
investigation might be made to work both ways. 





Delay in Appointments.—No one has ever figured out 
a satisfactory explanation as to why President Wilson 
always waits so long before appointing a man to fill a 
vacant on the last day of the year by the expiration 
one appointment to that body has been made by him 
on time. Failure to appoint a man for the place made 
vacant on the last day of the yegar by the expiration 
of Commissioner Harlan’s term, interrupts the flow of 
work in the Commission’s offices. At one time it was 
thought that failure to appoint men to fill vacancies on 
the Interstate Commerce bench was the product of a 
feeling or conviction that the Commission, as an agency 
of government, did not amount to much. That thought, 
however, is not a good one, because these failures to act 
which, in an ordinary man, probably would be considered 
evidence of a procrastinating mind, cover other matters. 
The director-generalship of railroads is a case in point. 
Failure, however, to name a Director-General did not cre- 
ate a vacancy, as failure to act did in the commissioner- 
ship. Mr. McAdoo’s resignation was conditioned on the 
appointment of a successor, presumably before January 1, 
so that he might retire from office before the beginning 
of the new year. Prior to Mr. Wilson’s coming into office 
it was the custom of presidents to nominate men for va- 
cancies, the coming of which was known, long before the 
day, so the Senate might have ample opportunity either to 
confirm or reject, before the happening of the vacancy. 
Delaying such matters, however, seems to be one of Presi- 
dent Wilson’s foibles. So far as the Commission’s work 
is involved, allowances are made for it. 





Limitation on Hearings.—An idea has gone forth that 
the hearings before committees of Congress dealing with 
the railroad problem are to be limited in time and in the 
number of witnesses. There is some foundation for that 
impression. The committees have ‘a desire to get the 
thoughts of the men who are supposed to know most 
about the subject, get them quickly, and go ahead. Every 
time Congress has tried to do anything with the subject 


I a 


it has been overrun by doctrinaires with half-baked 
ideas, determined to present them. Attempts to shut off 
the flow of words have brought forth the suggestion that 
the committeemen were trying to put over something 
that would not bear the light of day. That accusation 
has been enough to give the theorists square miles of 
paper, the use of which was a sheer waste of good ma- 
terial. The program of the Senate committee is broad 
enough to include every man with a workable idea, based 
on the proposition that the country has from fifteen to 
twenty billions of dollars invested in railroads which it 
cannot afford to throw into the scrap heap, no matter 
how alluring may be the plans or ideas of the theorists 
as to what should be done. The trouble with many of 
those who desire to be heard is that they do not seem 
to appreciate that the chief desire of the man who has 
a dollar invested is to save that dollar, and the chief 
idea of the man who must ship is to have that service 
performed at the least cost now—not a dozen or two 
years hence. If the Senate committee adheres to its 
program to listen to the testimony of one or two men 
in each school of thought on the practical questions in- 
volved, there is no reason why the hearings should con- 
tinue for much more than a week. Another week or so 
for framing such legislation as might be deemed neces- 
sary and desirable would probably be sufficient, if the 
senators on the committee really applied themselves with 
the idea that they had a task that needed to be com- 
pleted. In other words, if it were private business to 
which the*senators were attending, they could dispose of 
it long before March 4, the day this Congress gives way 
to the one elected last November, but which, in regular 
course, does not meet until a year hence. A. 3. H. 


RAILWAY REVENUE FOR OCTOBER 


The Trafic World Washington Bureau. 


American railroads during October earned $10,235,412 
less than enough to pay the “just compensation” per- 
missible under the federal control ‘act. Their net operating 
income was $89,511,225. That gave an average per mile 
of line for the month of $384. The average per mile of 
line for the three years ended with June 30, 1917, was 
$428. Therefore they earned $44 per mile less than the 
minimum which the government is authorized to pay them. 

Their earnings during October of this year, notwithstand- 
ing a much greater revenue, were far behind those of 
October, 1917, when they were under private management 
and operation. The average per mile during October, 
1917, under private management, was $455. 


If the other months of the year will average with Oc- 
tober, which they will not, it will be necessary for the 
government to dip into the treasury for about one hundred 
and twenty-five million dollars. That sum will be neces- 
sary if not one of the railroads of the country is paid a 
penny more than the average operating income for the 
test period. Contracts have been made thus far only with 
what may be termed the prosperous railroads. They have 
accepted as compensation the average of the test period. 
How much more than the average for the test period will 
iave to be paid to the roads that were not prosperous 
nobody knows. They are entitled to go into the courts 
for compensation greater than the average for the test 
period, but whether they will do that or accept from the 
government the average compensation, and thank their 
stars they got off so lucky, is one of the things the future 
still has to develop. 


These figures are not such as would be prepared by 
accountants such as Jean Paul Muller, C. W. Hillman, or 
a statistical attorney such as Clifford Thorne. They are 
mere rule of thumb arithmetical combinations based on 
the fact that there are twelve months in the year and 
that on the days mentioned the sums in hand were as 
set forth. No attempt was made to establish ratios or 
proportions or to say what would have been the effect had 
the rates ordained in General Order No. 28 become op- 
erative on January 1, 1918, instead of June 25, 1918. If 
they had become operative on the first day of the year, 
the current created by them would have flowed in a stream 
as long as that created by the retroactive application of 
the higher wage scales. 

The sums herein used are those shown in the summary 
of the results of operation for October and for the ten 
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months ended with October, prepared by the Interstate 
Commerce Commission’s Bureau of Statistics from the re- 
ports of class One roads. 

The revenue for the country as a whole during the 
month rose from $382,544,311 to $489,332,259; expenses 
from $260,057,219 to $383,372,566, and net fell from $122,- 
487,092 to $105,959,693. Deducting the equipment and 
joint facility rents, the net fell from $102,700,478 to $87,- 
106,126, and the operating ratio rose from 67.98 to 78.35. 

In the eastern district the revenue rose from $167,846, 
580 to $220,207,229; expenses from $124,045,097 to $184,- 
934,534, and net fell from $43,801,483 to $35,272,698. De- 
ducting equipment and joint facility rents made the net 
decline from $33,930,020 to $27,302,247, and the ratio rise 
from 73.9 to 83.98. 

In the southern district the revenue rose from $56,860,- 
727 to $74,092,007; expenses from $37,811,811 to $57,314,228, 
and the net fell from $19,048,916 to $16,777,779. Deduct- 
ing the equipment and joint facility rents reduced the 
net from $17,316,002 to $14,278,606, and produced .an in- 
crease in the operating ratio from 66.5 to 77.36. 

In the western district the revenue increased from $157,- 
837,004 to $125,033,023; expenses from $98,200,311 to $141,- 
123,807, causing a fall in the net from $59,636,693 to $53,- 
909,216. After deducing the equipment and facility rents 
the figures declined from $51,454,456 to $45,525,273, and 
brought an increase in the operating ratio from 62.22 to 
72.36. 

For the ten-month period the revenue for the country 
as a whole rose from $3,355,328,079 to $4,032,234.144; ex- 
penses from $2,344,206,924 to $3,247,085,929, and the net 
fell from $1,011,121,155 to $785,148,215. 

Deducting the rents, the net fell from $833,543,384 to 
$605,178,922. 

In the eastern district the revenue increased from $1,508,- 
852,802 to $1,828,400,281; expenses from $1,114,525,125 to 
$1,551,929,974, and the net fell from $394,327,677 to $276,- 
470,307. After deducting the rents the net fell from $296,- 
224,889 to $184,402,676 and the operating ratio rose from 
73.87 to 84.88. 

In the southern district the revenue went up from 
$497,432,377 to $642,824,282; expenses from $339,241,491 to 
$493,491,909 and net went down from $158,010,886 to $149,- 
332,373. After deducting the rents the net slid down from 
$147,720,728 to $126,774,019, and the ratio went up from 
68.23 to 76.77. 

In the western district the revenue increased from 
$1,349,042,900 to $1,561,009,581; expenses from $890,260,308 
to $1,201,664,046, and net fell from $458,782,592 to $359,345,- 
535. After the deduction of rents the net tumbled from 
$389,597,676 to $294,002,227, and the ratio went up from 
65.99 to 76.98. 


PROCEDURE UNDER G. O. NO. 34-A 


B. F. Bush, regional director, in Circular No. 116 (Sup- 
plement No. 1), says: 

“Question has arisen with respect to proper procedure 
under General Order No. 34-a in connection with disposi- 
tion of on hand carload shipments of commodities of com- 
paratively small value, such as sand, coal, fertilizer, low 
grade of ore and others. 

“The provision that shipments shall be sold after remain- 
ing on hand sixty (60) days after notice of arrival is given 
consignees is not intended, however, to necessitate roads 
holding such commodities, as referred to, in cars sixty (60) 
days, nor until freight and demurrage charges may equal 
or exceed the sale value of the shipments. 

“Carriers have first lien on freight shipments for freight 
and other lawful charges, as provided in tariff publica- 
tions. It follows that such revenues should be protected 
and should not be dissipated through permitting their 
accrual in amount to exceed the value of the shipments. 
The alternative is obvious. 

“In some cases it will be found desirable for the road 
to take over the property for its own use and make fair 
settlement with the owner. In some cases best interests 
of all concerned may prompt the sale of shipments by car- 
riers to best possible advantage and for account of whom it 
may concern. In other cases it may be necessary to un- 
load the property in the best available space, even on the 
ground, pending disposition. 

“Therefore, railroads under federal control should use 
their best judgment in dealing with each case as it arises.” 
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Decisions of Interstate Commerce Commission 





LUMBER MISROUTED 


An order of reparation has been made in No. 10073 and 
10074, both being entitled National Wholesale Lumber Deal- 
ers’ Association et al. vs. Savannah & Statesboro et al., 
opinion No. 5507, 51 I. C. C., 531-2, on account of two mis- 
routed carloads of lumber from Arcola, Ga., one to New 
York and the other to Carona, N. Y. 


CHARGES ON SCRAP COPPER 


Reparation has been ordered in No. 9866, Stein & Com- 
pany vs. A. B. & A. et al., opinion No. 5508, 51 I. C. C., 
533-4, on account of unreasonable charges on a carload of 
scrap copper in bales, from Atlanta, Ga., to Perth Amboy, 
N. J. The charges were assessed at the rate of 66 cents. 
The Commission found that a reasonable rate would have 
been 43 cents and ordered reparation down to the basis 
of such a rate. No order could be made for the future be- 
cause Mr. McAdoo was not a party. 


EMPTY SLACK BARRELS 


In a report on No. 9810, Bartlett-Collins Glass Company 
vs, A. T. & S. F. et al., opinion No. 5494, 51 I. C. C., 496-8, 
the Commission has condemned as unreasonable rates of 
31 cents from Coffeyville, Kan., and 29.5 cents from Joplin, 
Mo., to Sapulpa, Okla., on empty slack barrels. A mini- 
mum of 14,000 applied. The Commission thinks the rates 
should not have been more than 25 and 20 cents respect- 
ively on a 10,000-pound minimum, subject to rule 6-B of 
Western Classification. No order for the future, other 
than for the payment of money could be made, because 
the Director-General was not named as a party to the case. 


AWARD OF REPARATION 


A finding of unreasonableness and an award of repara- 
tion have been made in No. 8753, Fords Porcelain Works 
vs. Lehigh Valley et al., opinion No. 5489, 51 I. C. C., 485-7, 
on account of the first-class rate of $3.70 applied on por- 
celain urinals, L. C. L., from Perth Amboy to Seattle. The 
complainant asked for a rate of $1.50, which was the rate 
on earthenware and chinaware L. C. L. That rate was sub- 
sequently increased to $2.50 under the transcontinental re- 
adjustment after the disappearance of water competition. 
A rate of $1.50 was quoted to the complainant, but on the 
authority of the Poor Grain Company case, 12 I. C. C., 
418, the report says, that was no ground for reparation. 
One of the shipments was damaged so that another one 
had to be made. The complainant asked for the return of 
the freight paid on the replacement shipment. The Com- 
mission said that that was properly an integral part of 
the claim for the property damage and therefore would 
not be considered in the rate case. The Director-General 
was not made a party to the record so no order, other 
than for the payment of damages, could be made in the 
case. 


REPARATION FOR SPOTTING 


CASE NO. 9062 (51 I. C. C., 545-548) 
SHARON STEEL HOOP COMPANY VS. PENNSYLVANIA 
COMPANY ET AL. 

Submitted June 29, 1917. Opinion No. 5511. 


Increased charges resulting from defendants’ refusal to com- 
pensate complainant for the expense of spotting cars mov- 
ing interstate to and from its plant at Farrell, Pa., while 
contemporaneously performing a like service, without 
charge, for complainant’s competitors similarly situated, 
found to have been unjust and unreasonable and complain- 
ant found to have been subjected to undue prejudice and 
disadvantage. Reparation awarded. 


Division 1. 


Commissioners McChord, Meyer and 
Aitchison. 
MEYER, Commissioner: 
Complainant is a corporation engaged in the manufac- 
ture and sale of steel and its products at Farrell, Pa. By 
complaint filed June 27, 1916, it alleges that defendants’ 


failure and refusal to switch and spot cars moving inter- 
state to and from its plant, or to compensate it for the 
performance of this service, between April 1, 1914, and 
May 7, 1916, inclusive, while performing a like and con- 
temporaneous service, without charge, at plants of its 
competitors, similarly situated, was unreasonable, unjustly 
discriminatory, and unduly prejudicial. It asks repara- 
tion based upon the cost of this service. 

Farrell is in the Shenango and the Mahoning valleys 
rate district, in which are located many steel plants with 
which complainant competes. Complainant’s shipments 
consist principally of coal, scrap iron, pig iron, ore and 
sand inbound, and steel and billets and steel products, 
such as hoops, strips and bands, outbound. 

The service complainant performs consists of switching, 
with its own locomotive and crew, loaded and empty cars, 
for hauls of approximately 1,000 to 1,500 feet, from and to 
points within its yard to and from the interchange tracks 
of the Lake Shore & Michigan Southern Railway, now 
the New York Central Railroad and hereinafter called 
the Lake Shore, and the Erie Railroad. Complainant per- 
forms no service for other shippers and is not a common 
carrier. The intraplant switching is performed by a small 
locomotive on narrow-gauge tracks or by a standard-gauge 
locomotive crane. 


Prior to October, 1904, all of complainant’s interchange 
switching and spotting was performed, without charge, 
by the carriers; subsequent thereto and up to April 1, 
1914, defendants allowed complainant 3 cents per ton on 
all inbound and outbound shipments on which the trans- 
portation charges amounted to 25 cents or over per ton. 
The tariff provision for this allowance was canceled on 
April 1, 1914, and provisions for a charge for this service 
when performed by the carriers, published to become 
effective the same date, were suspended by us and sub- 
sequently canceled. On May 8, 1916, defendants published 
an allowance not to exceed 2.08 cents per ton for the 
cost of this service when not performed by the carriers; 
on June 15, 1916, for the actual cost without limitation 
as to amount; and on May 23, 1917, limited the allowance 
to 84 cents per car, which provision is now in effect. 
Between April 1, 1914, and May 8, 1916, complainant con- 
tinued to switch and spot cars to and from its plant as 
formerly, but without any compensation therefor, while 
defendants performed this service, without charge, at com- 
peting plants. 

At the first hearing defendants offered no evidence, but 
on petition by the Erie a second hearing was held at 
which this carrier introduced evidence in conflict with 
its original answer wherein it had denied knowledge of 
any request by complainant for the performance of these 
services at its plant. The Erie not only admitted receipt 
of a written request from complainant, but its then divi- 
sion superintendent at Youngstown, O., testified to having 
replied by letter stating that he had held a conference 
with the division superintendent of the Lake Shore at 
Youngstown, and that an arrangement would probably 
be made whereby “the Lake Shore will furnish the engine 
and engine crew and the Erie Company will furnish the 
train crew to do the spotting at this plant as a joint 
matter.” Subsequently, about May 26, 1914, he and the 
Erie’s trainmaster visited complainant’s plant and decided 
that the tracks leading into the plant had too sharp a 
degree of curvature to permit the performance of this 
service by standard switch engines of the Erie and Lake 
Shore. No actual tests were made or measurements taken, 
and defendants’ evidence rests upon the assumption of 
the fact based upon general experience and a single ob- 
servation of complainant’s tracks, of which one of the 
witnesses had no pronounced recollection or opinion. 
Complainant denied receiving any reply to its demand 
for performance of this service by defendants, and there 
is also direct conflict as to whether defendants’ witnesses 
ever communicated their opinion to any responsible party 
in complainant’s employ. For complainant it was testified 
that it frequently employed the standard-gauge switch 
engines of the Lake Shore in its yard for interchange 
switching: and spotting for days at a time; that no com- 
plaint was ever made that these engines could not make 
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the curves; that if these engines had not. made the curves 
complained of the plant would have been forced to shut 
down immediately; and that these engines of necessity 
had to go around these curves in order properly to spot 
the cars. In substantiation of this evidence complainant 
introduced bills from the Lake Shore for the hire of two 
engines for periods of 18 days in November, 1909, and 
9 days in January, 1914. From this we conclude that 
the Lake Shore, which was to furnish the engine under 
the agreement with the Erie, had engines at that time 
and in this locality capable of performing the interchange 
switching and spotting at complainant’s plant. 

It has been the practice of the defendants either to 
perform the service of spotting cars at practically all of 
the industries in the Mahoning and Shenango valleys or 
to pay the industry for performing that service. The 
same line-haul rates generally apply to and from all in- 
dustries located within the Shenango and Mahoning val- 
leys rate district, with many of which complainant comes 
into competition. Complainant testified that its manufac- 
turing costs were increased to the extent of the cost of 
the spotting service, by reason of defendants’ refusal to 
spot cars at its plant or to compensate it for that service, 
and that it was consequently placed at a disadvantage 
to that extent in competing for business. Complainant is 
able to perform the spotting service for all connecting 
carriers with less work and therefore cheaper than could 
the defendants were they to switch and spot cars inde- 
pendently of one another. 

The situation here presented is almost identical with 
that presented in Stewart Iron Co. vs. P. Co., 47 I. C. C., 
512, and National Malleable Co. vs. P. & L. E. R. R. Co., 
511. C. C., 537. The distinction drawn in the latter case 
between the situation there presented and the situation 
in the Lake Terminal case, 50 I. C. C., 489, applies as 
well in the instant case. We find that defendants have 
failed to justify the increased rates resulting from their 
refusal to pay an allowance to the complainant for the 
service of spotting its cars in interstate commerce and 
that the failure to make such an allowance while perform- 
ing such service without additional charge at other simi- 
larly situated steel mills subjected complainant to undue 
prejudice and disadvantage. We further find that the 
complainant has been damaged to the extent of the cost 
of that service. 

Complainant prays for reparation on traffic moved during 
the entire period payment was denied, from April 1, 1914, 
to May 8, 1916. The complaint, however, was not filed 
until June 27, 1916, and our award for reparation must 
therefore be confined to interstate shipments on which 
charges were paid within two years prior to that date. 
Complainant alleges that in this instance the defendants 
should not be given the advantage of the statute of limi- 
tations because their-agents stated at different times that 
complainant would undoubtedly be eventually reimbursed 
for the cost of the spotting service. Under the statute here 
involved, however, “the lapse of time not only bars the 
remedy, but destroys the liability.” Phillips vs. Grand 
Trunk Ry., 236 U. S., 662, 667. 

Reparation will be awarded on the basis of the cost to 
complainant of performing the spotting service, but not 
in excess of 3 cents per ton, on which charges amounting 
to 25 cents per ton were paid within two years prior to 
June 27, 1916. The exact amount of reparation due can- 
not be determined on this record. Upon the hearing com- 
plainant introduced statements showing the cost of inter- 
change switching and spotting at its plant during the 
period in controversy. The cost items included in these 
statements are confined to wages for labor engaged in 
this service, supplies, including coal and water, boiler in- 
surance and depreciation on the locomotive and interest 
on the complainant’s investment therein. These state- 
ments have been checked and approved by one of the 
defendants. They should be supplemented by a showing 
of the total number of loaded cars handled inbound and 
outbound, the average cost per car, the number of cars 
handled for each defendant, and the amount of reparation 
due from each defendant under our findings herein, and 
should then be submitted to the respective defendants 
for verification. Upon receipt of statements so prepared 
and verified we will consider the entry of an order award- 
ing reparation. 

By the Commission, Division 1. 
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STANDARD TIME ZONE INVESTIGA. 
TION 


CASE NO. 10122 (51 I. C. C., 555-556) 
Submitted December 20, 1918. Opinion No. 5515. 


Order defining limits of standard time zones, 51 I. C. C., 273, 
modified in part. 


AITCHISON, Commissioner: 

A report in the above matter, on which is based an order 
defining the limits of the various standard time zones, is 
to be found in 51 I. C. C., 278, and a modification thereof 
in 51 I. C. C., 499. Certain requests for modifications of 
our previous findings are now before us. From the record 
we conclude that the greater convenience of commerce will 
be served, and the intent of our original order will be bet. 
ter effected, by modifying our previous report herein in 
certain minor particulars. 

The definition of so much of the boundary line between 
the Central and Mountain zones as is defined in Appendix 
2 to the original report herein, 51 I. C. C., 293, 294, follows: 


Kansas.— * * * thence crossing said railroad southerly 
to the boundary line between Oklahoma and Kansas and 
easterly along said state boundary line to the Cimarron River, 
at the northwest corner of Woods county, Okla. 

Oklahoma.—From the intersection of the Cimarron River and 
the north boundary of the state of Oklahoma as last described, 
thence southeasterly following the course of the Cimarron River 
to the line between townships 24 and 25 north; thence east 
along said township line and crossing the Atchison, Topeka & 
Santa Fe Railway at Waynoka; thence southerly and westerly 
immediately south thereof and parallel with the line of said 
railway to the meridian 99 degrees west; thence south along 
said meridian to the Washita River; thence southwesterly 
through Ralph, and immediately north of and parallel with the 
Chicago, Rock Island & Pacific Railway to the west boundary 
of Sayre; thence crossing said railway and running immediately 
south thereof and parallel therewith in a westerly direction to 
the north and south boundary line between Oklahoma and 
Texas; thence south along said state boundary line to the 
southeast corner of Collingsworth county, Tex. 


shall be amended to read as follows: 


Kansas.— * * * thence crossing said railroad southerly 
to the boundary line between Oklahoma and Kansas, at the 
northwest corner of Beaver county, Okla. 

Oklahoma.—From the point last described, southeasterly to 
the southeast corner of said Beaver county; thence south along 
the Oklahoma-Texas state line to the southeast corner of Col- 
lingsworth county, Tex. 


In consequence of the change in boundary line above in- 
dicated, to the list of excepted railroads shown in Appendix 
2 to the original report, 51 I. C. C., 294, as located east of 
the zone boundary line, but as excepted from the United 
States standard Central time zone and included within the 
United States standard Mountain time zone, shall be added 
the following: 

Name of Railroad From— To— 
Atchison, Topeka & Santa Fe...Waynoka, ey ee 
Chicago, Rock Island & Pacific. Sayre, Okla..... — 

The Clinton & Oklahoma Western from Ralph, Okla., to 
Cheyenne, Okla., and the Wichita Falls & Northwestern 
from Elk City, Okla., to Forgan, Okla., will be eliminated 
from the list of exceptions made as to railroad lines located 
west of the boundary line, but included within the Central 
standard time zone; and Waynoka, Ralph and Sayre, Okla., 
will be eliminated from the list of municipalities stated as 
located upon the zone boundary line. 

The Butte, Anaconda & Pacific Railway shall be elim- 
inated from the list of railroads wholly within the Pacific 
zone, shown in Appendix 4, at 51 I. C. C., 298, and shall be 
added to Appendix 3, under the heading “Railroads within 
both Mountain and Pacific zones,” as operated under Moun- 
tain time standard. 

As is shown in Appendix 2 of the original report, that 
part of the line of the Kansas City, Mexico & Orient Rail- 
road from Altus, Okla., to San Angelo, Tex., although in- 
cluded in the United States standard Central time zone, 
was excepted therefrom, and included in the Mountain zone. 
That line is now under federal control, and, with the con- 
sent of the United States Railroad Administration, the ex- 
ception will be canceled, so that the line from Wichita, 
Kan., to San Angelo, Tex., will be operated under the Cen- 
tral time standard, and from San Angelo to Alpine, Tex., 
under the Mountain standard. The tables found at 51 I. 
C. C., 294 and 296, will be amended accordingly. 

In response to the request of the City Council of the 
city of Albany, Ga., that city, which is shown to be upon 
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the boundary line between the Eastern and Central zones, 
will be added to the list of similarly situated municipali- 
ties shown in Appendix 1 of the original report, 51 I. C. C., 
289, so as to be considered within the United States stand- 
ard Eastern zone. 

An appropriate order will be entered. 


WAREHOUSE RENTAL DEPRECIATION 


CASE NO. 9754 (51 I. C. C., 535-536) 


EDWARD PITTWOOD VS. NORTHERN PACIFIC RAIL- 
WAY COMPANY 


Submitted October 20, 1917. Opinion No. 5509. 


A warehouse owner is not entitled to recover damages for 
depreciation in the rental value of his property as a result 
of leases by a railroad company of similar properties at 
nominal rentals to shippers. 


WOOLLEY, Commissioner: 


By complaint filed June 26, 1917, the complainant alleges 
that he is owner of a building, suitable for warehouse pur- 
poses, situated immediately adjacent to the tracks of the 
defendant in Spokane, Wash. He alleges further that de- 
fendant is owner of warehouse sites and warehouse build- 
ings in Spokane which it leases to shippers in interstate 
commerce at nominal rentals, and that by reason of such 
leases he is unable to obtain a reasonable rental for his 
warehouse. He asks for an award of damages equal to 
the difference between the alleged reasonable rental of his 
warehouse and the rental actually received over a period 
of time. 


In view of the conclusion reached herein we may assume, 
without so finding, that the facts alleged in the complaint 
were established by proof. Complainant does not allege 
that he has ever been a shipper over the line of the de- 
fendant and did not introduce any evidence upon this point. 

This Commission has power to award damages only when 
they are suffered in consequence of a violation of the act 
to regulate commerce. What is the violation presented 
here? 


Complainant contends that a discrimination “against 
owners of warehouses and warehouse property in Spokane, 
among others your complainant” is disclosed. Clearly the 
contention is without merit. A warehouse owner, a land- 
lord seeking to rent his property, as such, has no relation 
with a common carrier which could result in a discrimina- 
tion against him in violation of the act to regulate com- 
merce. The discrimination there forbidden is in respect 
of transportation. 

If defendant, in its capacity of common carrier, has been 
guilty of unlawful discrimination such discrimination was 
directed not aganst complainant or other warehouse own- 
ers, but aganst those shippers who were not lessees of 
defendant’s warehouse properties or who, if lessees, were 
not granted as favorable terms as the lessees who paid 
nominal rentals. 


And manifestly the damages alleged to have been suffered 
by complainant were not the direct and proximate conse- 
quences of discrimination between shippers by defendant. 
It may be true that the leasing of properties to certain 
shippers at nominal rentals adversely affected the rental 
value of complainant’s warehouse; but it must be borne 
in mind that the result would have been the same if de- 
fendant had leased its properties at nominal rentals to 
persons who were not shippers, and in that event no vio- 
lation of the act to regulate commerce could have been 


claimed. 
t 


The general tendency of the law, in regard to damages at 
least, is not to go beyond the first step se © © © H dees 
not attribute remote consequence to a defendant * * * 
Southern Pacific Co. vs. Darnell-Taenzer Co., 245 U. S., 531. 


This report deals only with the right of complainant to 
recover damages. The question of the lawfulness of the 
existing leases of property at Spokane to shippers by the 
Northern Pacific Railway Company and other railway 
companies is now before us for consideration in a general 
investigation instituted upon our own motion. No. 6562, 
In the Matter of Leases and Grants of Property by Car- 
riers to Shippers, and nothing here said should be con- 
Sidered as an expression of opinion upon that matter. 


Complainant’s prayer for damages is denied. The com- 
Plaint should be dismissed. It will be so ordered. 
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REPARATION ON SWITCHING 


CASE NO. 9589 (51 I. C. C., 537-544) 
NATIONAL MALLEABLE CASTINGS COMPANY VS. 
PITTSBURGH & LAKE ERIE RAILROAD COMPANY 
ET AL. 
Submitted Jan. 12, 1918. Opinion No. 5510. 


Defendants’ refusal to compensate complainant for the expense 
of interchange switching of cars moving interstate to and 
from its plant at Sharon, Pa., found to have resulted in the 
exaction of charges for transportation which were unjust 
and unreasonable and to have subjected complainant to 
undue prejudice. Reparation awarded. 


Divsion 1, Commissioners Meyer, Aitchison and Woolley. 


MEYER, Commissioner: 

Complainant, a corporation, manufactures iron and steel 
castings at Sharon, Pa. By complaint filed Jan. 29, 1917, 
as amended, it alleges that the defendants’ failure to 
reimburse it for switching interstate shipments between 
defendants’ tracks and complainant’s plant, between April 
1, 1914, and May 8, 1916, inclusive, while performing a 
like service for other industries at Sharon without charge 
in addition to the line-haul rates, resulted in the payment 
by complainant of charges that were unreasonable, un- 
justly discriminatory, and unduly prejudicial. It prays for 
reparation based upon the cost of this service. The claims 
were filed with the Commisison informally on July 24, 
1915, and Oct. 2, 1916. 

Complainant’s plant is located within the switching 
limits of Sharon. It owns 2 locomotives and 9 freight 
cars, and operates over some 3 of 4 miles of private track 
on the plant property. Complainant serves no other ship- 
pers and is not a common carrier. The plant is bordered 
on the west by the tracks of the Pennsylvania Railroad 
and on the east by the tracks of the Erie Railroad, which 
are also used by the New York Central and the Pitts- 
burgh & Lake Erie railroads. Complainant’s track is con- 
nected with both lines by interchange tracks owned by 
thé defendants and located on their rights-of-way. 

The services performed by complainant consisted of 
switching cars from defendants’ interchange tracks, weigh- 
ing, classifying, and spotting once for loading or unload- 
ing at convenient places within the plant property, and 
reversing the movement with outbound cars. The longest 
haul is about one-half mile. Defendants’ engines per- 
formed no service on complainant’s tracks. The plant 
traffic consisted principally of pig iron, coal, oil, sand, 
limestone and ferro-manganeses, inbound, and iron and 
steel castings, outbound. 


On Dec. 30, 1905, the Pennsylvania, the Erie, and the 
Lake Shore & Michigan Southern Railway, now the New 
York Central, contracted to pay complainant for perform- 
ing the interchange service on the basis of two-thirds of 
its total operating cost, prorated between them according 
to the cars handled for each, upon itemized monthly state- 
ments. Later, the Pittsburgh & Lake Erie entered Sharon 
under trackage rights and made similar allowances to com- 
plainant. One-third of the cost was assumed by com- 
plainant, to cover intraplant switching other than inter- 
change and initial spotting. The allowances were made 
until April 1, 1914, upon which date, following the Indus- 
trial Railways Case, 29 I. C. C., 212 (The Traffic World, 
Jan. 31, 1914, p. 218), they were discontinued. During a 
part of the period prior to April 1, 1914, the carriers’ 
tariffs provided for such allowances. Until May 9, 1916, 
complainant continued to perform the services and to ren- 
der monthly cost statements according to the terms of the 
contract. In Car Spotting Charges, 34 I. C. C., 609 (The 
Traffic World, July 17, 1915, p. 126), we found that the 
defendants had not justified proposed additional charges 
for spotting cars on industry tracks at Sharon and other 
points. Effective May 8, 1916, defendants reinstated the 
allowances to complainant and others, on the basis of the 
actual cost of the service performed, as submitted by 
monthly statements, with a maximum of 4.63 cents per 
ton. By tariffs effective June 15, 1916, the maximum per 
ton was eliminated. Subsequently a maximum of $1.67 
per car was established and is now in force. 


It has been the practice of the carriers at Sharon and 
in the surrounding iron and steel industrial region, to 
perform the services of spotting cars at convenient places 
within the inclosures of practically all of the iron and 
steel manufacturing plants which do not operate private 
engines, without charge therefor in addition to the line- 
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haul rates, and to absorb out of the line-haul rates the 
charges of separately incorporated industrial railroads for 
interchange switching. Car Spotting Charges, supra. At 
most of the Sharon plants the carriers have performed 
services substantially similar to those performed by com- 
plainant at its plant. 

A switching and spotting charge of $2 per car was and 
is absorbed by connecting lines at Sharon under a recip- 
rocal arrangement, necessitating an average haul of from 
1% to 4 miles. At the plant of the American Sheet & 
Tin Plate Company, the spotting is done by the switching 
crews of the respective carriers, in turn, for periods of 
three months each. During the period covered by the 
complainant defendants performed spotting services, simi- 
lar to the services performed by complainant and without 
charge in addition to the line-haul rates, for two indus- 
tries which manufacture articles made by complainant, 
namely, the American Steel Foundries Company and the 
Sharon Foundry Company, with whom complainant is in 
direct competition. The latter company’s plant is located 
at Wheatland, within the Sharon switching limits, 2% 
miles south of complainant’s plant. 

In the purchase of its raw materials, which constituted 
the inbound traffic, complainant had to buy in the same 
markets as its competitors. In the sale of its manufac- 
tured products, which constituted the outbound traffic, 
complainant was compelled to meet the prices named by 
these competitors by absorbing the additional cost of its 
interchange switching. Complainant had to pay the same 


Sharon rates both inbound and outbound as were paid’ 


by its competitors on like commodities. By the failure 
of the defendants to pay complainant the cost of the in- 
terchange switching or to perform the service themselves, 
the complainant incurred additional expenses which it 
could not add to the selling price of its products. 

The defendants have not seriously questioned complain- 
ant’s proof that the actual cost of the services to it was 
less than if the defendants had performed the work them- 
selves. The items of cost and the number of cars han- 
dled for each carrier inbound and outbound are not ques- 
tioned by defendants. The cost of intraplant switching 
is not shown separately, but defendants agreed that if 
reparation should be awarded the arbitrary of one-third 
of the cost assumed by the complainant under the old 
agreement was more than sufficient to cover the cost of 
the intraplant switching. It is agreed also that the cost 
of handling interstate and intrastate shipments was the 
same, and complainant is prepared to show in detail the 
separation of intrastate and interstate cars handled for 
each defendant. 

The defendants made no attempt to justify the increased 
charges caused by discontinuing the payment of an allow- 
ance to complainant, which they had heretofore and have 
since made, but contend that they were under no legal 
obligation to perform the spotting service for complainant 
or to make an allowance to it, citing Railroad Commis- 
sioners of Florida vs. F. E. C. Ry. Co., 42 I. C. C., 616 
(The Traffic World, Jan. 27, 1917, p. 191); and that as a 
practical matter their engines could not operate within 
the complainant’s plant on account of a sharp curve. But 
the complainant shows that this curve is at the extremity 
of the plant farthest from the points of interchange, and 
existed before the contract with complainant was made 
and when the defendants themselves were performing the 
services. The defendants further contend that they may 
not now be required to pay for the services which the 
complainant performed voluntarily and without demand 
upon the carrier for their performance, citing General 
Biectric Co.. vs. N. Y. C. & H. R. R. R. Co., 14 I. C. C., 
237 (The Traffic World, July 11, 1908, p. 48). Even if 
no specific demand were made upon the carrier to perform 
the service, a similar contention of the defendants was 
answered in Stewart Iron Co. vs. P. Co., 47 I. C. C., 512 
(The Traffic World, Jan. 12, 1918, p. 52), in which we said 
that the law does not require the performance of a vain 
act. : 

In deciding the issue here presented the controlling in- 
quiry is whether or not the service performed by the in- 
dustry and for which an allowance is sought can be re- 
garded as a service substituted for the terminal service 
which defendants would have been obliged to perform 
upon their own rails had not the industry tracks been 
available. Associated Jobbers of Los Angeles vs. A., T. 
& 8. F. Ry. Co., 18 I. C. C., 310, 317, 318 (The Trafiic 
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World, July 11, 1910, p. 770); Los Angeles Switching Case, 
234 U. S., 294, 311 (The Traffic World, June 20, 1914, p. 
1251). In the case last cited the United States Supreme 
Court upheld out finding that industry spurs, located within 
the Los Angeles switching district and extending from 
one-fifth of a mile to 7 miles from the main tracks of the 
line-haul carriers, may properly be regarded as part of 
the carriers’ terminal facilities and that the spotting of 
cars to industries reached by such tracks is a service 
contemplated by the line-haul rates which carriers may 
be required to perform without extra charge. In Car 
Spotting Charges, 34 I. C. C., 609, 616, 618, we held that 
“the mere size or complexity of the industry is not con- 
trolling in determining whether or not the line-haul rate 
covers the receipt or delivery of freight at the door of 
the plant,” and said further: 


The service involved in the placement of cars for loading or 
unloading at an isolated industry to which a single spur leads 
may be as great as that rendered in the placement of cars for 
loading or unloading in a large plant having an _ intricate 
system of interior tracks. Indeed, there is testimony tending 
to show that by reason of greater density of traffic and greater 
tonnage the cost of spotting at the larger industries is less per 
ear than at the smaller industries. At the large industries the 
trunk line may render interplant services in the movement of 
ears from place to place within the plant during the process of 
manufacture which it has no occasion to render at smaller 
industries, and for such services an additional charge should 
be made; but where the service rendered is merely a substi- 
tute for the service which should be required if the movement 
were to or from a team track, an industry spur, or a private 
siding, nothing should be added to the charge for the line haul. 

As existing rates must be deemed to have been constructed to 
cover the customary placement of cars at factory doors, whether 
upon an industry spur or private siding, or upon the tracks of 
an industrial plant, and the outward movement of cars from 
such tracks, without regard to the size or nature of the plant, 
to now add a charge to the line-haul rate would be revolu- 
tionary. 

” * * * * ok = a 

There may be cases in which the spots at which cars are 
placed for loading and unloading in complex industries are so 
located that the request for the receipt and delivery of carload 
freight at such spots could not, in view of general usage, be 
regarded as reasonable, and where a charge for the spotting 
service in addition to the line-haul rate might therefore be 
justified, but the mere fact that an industry is complex, or that 
it requires an interplant service in addition to the receipt and 
delivery of carload freight, is not sufficient to justify an addi- 
tional charge for the placing of cars at the door of the indus- 
trial plant for the receipt or delivery of carload freight. The 
line-haul rate, however, covers only one placement of the car 
for loading or unloading, and an additional charge should be 
made for each additional placement of the car for that purpose. 

The mere fact that many individual plants are operated to- 
gether as a single industry does not deprive the industry of the 
right to such a service in the receipt and delivery of carload 
freight at each of the several plants as that plant would be en- 
titled ‘to have if it were operated separately, unless the col- 
lective operation so far removes the necessity for such a 
service as to make it unreasonable for the industry to demand 
the service. 

To permit the carriers to add to the line-haul rate a charge 
for the movement of cars incident to the receipt and delivery 
of carload freight at industries selected because of their size or 
complexity, or upon some other basis equally uncertain, while 
treating a like service at all other industries as covered by the 
line-haul rate, would result in unjust discrimination of a fia- 
grant character. 


In numerous cases subsequently decided we have fixed 
reasonable allowances for switching to and from the tracks 
of the line-haul carriers performed by the industry itself 
either directly or through a common-carrier industrial 
line, and in many instances the character of the switching 
was similar to that performed by the present complainant. 
Chicago, West Pullman & Southern R. R. Co., 37 I. C. C, 
408 (The Traffic World, Jan. 29, 1916, p. 241); Indiana 
Northern Railway Case, 37, I. C. C., 491 (The Traffic 
World, Jan. 29, 1916, p. 245); Lorraine & Southern R. R. 
Case, 37, I. C. C., 497 (The Traffic World, Jan. 29, 1916, 
p. 247); Chestnut Ridge Railway Case, 37 I. C. C., 558 
(The Traffic World, Jan. 29, 1916, p. 248); Moshassuck 
Valley Railroad Case, 37 I. C. C., 566 (The Traffic World, 
Jan. 29, 1916, p. 250); Westport Stone Co. & Big Four 
Stone Co. Case, 38 I. C. C., 316 (The Traffic World, April 
1, 1916, p. 672); Mitchell Coal & Coke Co. vs. P. R. R. 
Co., 38 I..C. C., 40 (The Traffic World, March 4, 1916, p. 
474); Pitstburgh Steel Co. vs. P. & L. E. R. R. Co., 39 
I. C. C., 312 (The Traffic World, May 27, 1916, p. 1103); 
New Jersey, Indiana & Illinois R. R. Case, 41 I. C. C, 
42 (The Traffic World, Aug. 19, 1916, p. 429); Allowances 
to Kanawha, Glen Jean & Eastern, 41 I. C. C., 53 (The 
Traffic World, Aug. 19, 1916, p. 432); Class Rates from 
Chestnut Ridge Railway Stations, 41 I. C. C., 62 (The 
Traffic World, Aug. 19, 1916, p. 434), 50 I. C. C., 152 (‘The 
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Traffic World, June 15, 1918, p 1283); Johnstown & Stony 
Creek R. R. Co. Case, 41 I. C. C., 46 (The Traffic World, 
Aug. 19, 1916, p. 430); Northampton & Bath R. R. Co. 
Case, 41 I. C. C., 68 (The Traffic World, Aug. 19, 1916, 
p. 436); Divisions of Joint Rates for Transportation of 
Stone, 41 I. C. C., 321 (The Traffic World, Oct. 21, 1916, p. 
800); Union Lumber Co. vs. G. C. & S. F. Ry. Co., 37 
I. C. C., 225 (The Traffic World, Jan. 8, 1916, p. 70), 
41 I. C. C., 411 (The Traffic World, Nov. 4, 1916, p. 898); 
In re Muncie & Western R. R. Co., 30 I. C. C., 434 (The 
Traffic World, June 6, 1914, p. 1061), 38 I. C. C., 510 (The 
Traffic World, April 15, 1916, p. 785); Marion & Rye Val- 
ley Ry. Co. Case, 42 I. C. C., 607 (The Traffic World, 
Jan. 27, 1917, p. 194); Campbell’s Creek R. R. Co. vs. 
A. A. R. R. Co., 29 I. C. C., 682 (The Traffic World, April 
4, 1914, p. 657), 33 I. C. C., 558 (The Traffic World, May 1, 
1915, p. 934), 44 I. C. C., 574 (The Traffic World, June 2, 
1917, p. 1223); Buffalo Union Furnace Co. vs. L. S. & M. S. 
Ry. Co., 21 I C. C., 620 (The Traffic World, Dec. 2, 1911, p. 
940), 44 I. C. C., 267 (The Traffic World, May 5, 1917, p. 
973); Johnstown Pa., Switching, 43 I. C. C., 654 (The Traffie 
World, April 28, 1917, p. 909); Poteau Coal & Mercantile 
Co. vs. A. & S. Ry. Co., 40 I. C. C., 459 (The Traffic World, 
July 29, 1916, p. 258); Stewart Iron Co. vs. P. Co., 47 I. C. C., 
512 (The Traffic World, Jan. 12, 1918, p. 52); Oliver 
Chilled Plow Works vs. N. Y. C. R. R. Co., 45 I. C. C., 
356 (The Traffic World, July 28, 1917, p. 168); Westport 
Btone Co. va: C. Cc. C. & St.. L. Co. 46 L. C.-C., 637 (The 
Traffic World, March 16, 1918, p. 572); and Huron Milling 
Co. vs. P. M. R. R. Co., 49 I. C. C., 558 (The Traffic World, 
May 11, 1918, p. 1010). 

A determination that it is the duty of the line-haul car- 
rier to perform a particular switching and spotting serv- 


‘ice, for the performance of which by the industry an 


allowance should be paid, presupposes that the nature of 
the industry is such as to permit the performance of that 
service by the carrier. In the Lake Terminal Case, 50 
I. C. C., 489 (The Traffic World, July 13, 1918, p. 65), 
the complainant industry could not under any circum- 
stances have permitted the line-haul carriers to spot cars 
at points within its plant. The intermill service at the 
plant was so interwoven with the interchange service 
that it was necessary for the engines performing the 
interchange service to handle the intermill business. Had 
the line-haul carriers attempted to distribute cars within” 
the plant immediately upon their arrival at the plant in- 
terchange point they would in effect have taken posses- 
sion of the works and put the industry out of business. 
These are among the salient facts which constitute the 
ground for the conclusion reached in that case that the 
complainant “performed no work within its plant, either 
directly or through its plant railroad, which it could law- 
fully have called upon defendant line carriers to do for 
it and therefore did no service for the line carriers for 
which it lawfully could demand compensation.” 

The instant case is clearly distinguishable from the 
Lake Terminal Case, supra. The fact that the line-haul 
carriers formerly performed the spotting at complainant’s 
plant under conditions practically identical with the con- 
ditions now prevailing indicates conclusively that it is 
not such a service as they are precluded from performing 
because of the nature of the industry, but, on the con- 
trary, is one which may properly be regarded as a service 
substituted for a terminal service which defendants would 
otherwise have been obliged to, but did not perform. The 
testimony shows that the complainant can perform the 
spotting of cars at its plant with less work and at less 
cost than could the defendants. Thus it is evident that 
a public advantage accrues by reason of the fact that 
the line-haul carrier is relieved of performing this ter- 
minal service, the performance of which in the least ex- 
pensive manner possible should not be discouraged. 

We find that the failure of defendants to pay an allow- 
ance to complainant for interchange switching and spot- 
ting of cars moving in interstate commerce resulted in 
the exaction of charges for transportation which were un- 
Just and unreasonable; that defendants, by refusing to 
Pay an allowance or to perform the service for complain- 
ant while performing such services without additional 
charge for other iron and steel foundries, competitors of 
complainant similarly situated, subjected complainant to 
undue prejudice and disadvantage; that complainant was 
thereby damaged to the extent of the cost of such serv- 
lee borne in connection with all interstate shipments 
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delivered within the period from April 1, 1914, to May 
8, 1916; and that it is entitled to reparation, with interest. 
A finding of undue prejudice and disadvantage would be 
warranted in the instant case even though the service 
rendered could not be regarded as one contemplated by 
the line-haul rate. That this might be the case was rec- 
ognized in the Lake Terminal Case, supra, where we said 
at page 495, with respect to the non-payment of allowances 
during the period there involved: 


Nor may there be any readjustment for that period in the 
form of reparation unless the evidence of record convincingly 
shows some unjust discrimination by the defendant carriers 
against the tube company in terminating their service at the 
plant interchange points or unless the Commission is satisfied 
upon the whole record that the termination of their service at 
those points was unreasonable. 


The finding that the charges exacted for transportation 
were unjust and unreasonable finds further support in 
Kast Jersey R. BR. & T: Co. vs. C. R. R. of N. J., 36 1. C. 
C., 146 (The Traffic World, Sept. 11, 1915, p. 609), 37 
I. C. C., 357 (The Traffic World, Jan. 22, 1916, p. 174); 
Oliver Chilled Plow Works vs. N. Y. C. R. R. Co., supra; 
Westport Stone Co. vs. C. C. C. & St. L. Ry. Co., supra; 
and Huron Milling vs. P. M. R. R. Co., supra. Our find- 
ing that the complainant was subjected to undue preju- 
dice and disadvantage by reason of the failure of defend- 
ants to pay an allowance for interchange switching and 
spotting of cars is substantiated by Stewart Iron Co. 
vs. P. Co., supra, in which case the complainant was also 
located at Sharon and the facts were practically identical 
with the facts in the instant case. The exact amount 
of reparation cannot be determined on this record. The 
contract of Dec. 30, 1905, which, as previously stated, pro- 
vides that two-thirds of the cost of switching is attrib- 
utable to interchange switching and spotting and should 
be paid for by defendants, also provides that the cost of 
switching should include—(1) actual wages of men em- 
ployed in that service; (2) the cost of lubricants and 
water consumed; (3) $43.75 per month to cover the cost 
of coal; (4) current and running repairs to the switching 
locomotive in use; and (5) $30 per month, or $1 per day 
for shorter periods, to cover interest and depreciation in 
the investment in complaindnt’s locomotive. From the 
record it is evident that allowances based upon the terms 
of this contract would not exceed the actual cost of per- 
forming the interchange and spotting service, and rep- 
aration will be awarded upon that basis. Complainant 
should prepare statements showing by months the items 
of cost in accordance with the terms of the contract of 
Dec. 30, 1905, and according to the claim statements filed 
with the Commission, and showing the total number. of 
loaded cars interchanged, inbound and outbound, the av- 
erage cost per car, the number of interstate cars handled 
for each defendant, and the amount of reparation due 
thereon under our findings herein, which several state- 
ments should be submitted to the respective defendants 
for verification as to the number of cars which moved 
interstate and as to the amount of reparation. Upon re- 
ceipt of statements so prepared and verified, we will con- 
sider the entry of an order awarding reparation. 


WOOLLEY, Commissioner, concurring: 


The foregoing report attempts to distinguish this case 
from the Lake Terminal Case, 50 I. C. C., 469, on the 
ground that whereas it was, and is, practicable for the 
carriers to perform the spotting service for which the 
complainant now asks an allowance on cars spotted by 
its plant railroad during the period of approximately two 
years when such allowance was not made, in the case 
cited the complainant industry could not have permitted 
the line-haul carriers to spot cars at points within its 
plant immediately upon their arrival at the plant inter- 
change point without the complete disruption of the activi- 
ties of the interplant railroad. That, in my opinion, is 
not a valid distinction and, if followed, would divide in- 
dustries with private tracks into two classes upon a very 
uncertain basis and thereby produce substantial discrimi- 
nations. In my view the principles announced in the Lake 
Terminal Case are controlling here. 

There is, however, the further question of discrimina- 
tion during the period from April 1, 1914, to May 8, 1916, 
which was between our decisions in the Industrial Rail- 
ways Case, 29 I. C. C., 212, and Car Spotting Charges, 
34 I. C. C., 609, and as the record is clear that the com- 























































plainant was subjected to undue prejudice and disadvan- 
tage and its competitors, for whom the defendants per- 
formed spotting services without the imposition of charges 
other than the line-haul rates, were unduly preferred, I 
concur in the majority report in so far as it deals with 
reparation. 


ORDER OF REPARATION 


An order of reparation has been entered in No. 9313, 
Algoma Lumber Company vs. Sou. Pac., Opinion No. 5506, 
51 I. C. C., 529-31, on account of an unreasonable rate on 
locomotive and tender on their own wheels, under steam, 
from Algoma, Ore., to Klamath Falls, Ore., and not under 
steam from Klamath Falls to Dunsmuir, Cal. The air 
pump broke down at Klamath Falls. Instead of repairing 
the pump, the Southern Pacific assessed the class E rate 
of 32 cents to Dunsmuir, plus a rate of 20 cents per mile 
provided in Western Classification for the transportation 
of dining, parlor and sleeping cars on their own wheels. 
The freight charges approximated $3.55 per mile and 5.71 
cents per ton-mile. The Southern Pacific admitted the 
unreasonableness of the charge and expressed willingness 
to make reparation down to the basis of rates in Califor- 
nia and Nevada for locomotives and tenders on their own 
wheels, but not under steam. The Commission found that 
the rate from Klamath Falis to Dunsmuir was unreason- 
able. because it exceeded 17 cents. The Director-General 
denied that the complainant was entitled to relief. The 
Commission, however, awarded reparation amounting to 
$186.45. 


RATES ON LUMBER 


An order of dismissal has been made in No. 9991, W. P. 
Brown & Sons Lumber Company vs. C., R. I. & P. et al., 
Opinion No. 5512, 51 I. C. C., 549-50, the Commission 
holding that rates on lumber from Brasfield, Ark., to 
Athens, Tenn., had not been shown to be unreasonable 
or unduly prejudicial. 


CHARGES ON BALED HAY 


The Commission has dismissed No. 9956, Toberman, 
Mackey & Co. vs. C. & E. I. et al., Opinion No. 5482, 
511. C. C., 469-70, the holding being that the complainant 
had not sustained the allegation that charges on baled 
hay from points in Illinois to destinations in Massachu- 
setts, New York, Pennsylvania and Virginia were as- 
sessed on excessive rates. The report says that substan- 
tially the only evidence introduced consists of exhibits 
relating to individual shipments and embracing state- 
ments of weights on which settlement was made with 
the purchasers of the hay. The correspondence, the Com- 
mission says, shows the reweighing at destinations was 
not done under the supervision of the carriers or the 
other agencies specifically named in the governing tariffs, 
and for that reason correction of the scale weights ascer- 
tained at or near the point of origin could not lawfully 
be made to the basis of the outturn weights at destina- 
tion. 


RATE ON SCRAP IRON 


The Commission has dismissed No. 10041, David Kauf- 
man & Sons Company vs. New York Central, Opinion No. 
5513, 51 I. C. C., 551-2, holding that the rate on scrap iron 
from South Bend, Ind., to Rensselaer, N. Y., increased 
since 1910, had been justified by the carrier. 


RATE ON SULPHURIC ACID 


An order of reparation has been made in No. 9955, 
Etna Explosives Company vs. A., T. & S. F. et al., Opin- 
ion No. 5499, 51 I. C. C., 513-14, on account of an unrea- 
sonable rate on three carloads of sulphuric acid from 
Argentine, Kan., to Ishpeming, Mich. The unreasonable- 
ness consisted of a through rate higher than the aggre- 
gate of the intermediates. 


CHARGES ON LUMBER 


Reparation has been ordered in No. 9949, Henry G. 
Brabston vs. Central of Georgia et al., Opinion No. 5478, 
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51 I. C. C., 459-61, on account of illegal charges on a Car- 
load of lumber from Alexander City, Ala., to Roanoke, 
Va., reshipped to Greencastle, Pa. The complainant was 
compelled to pay the in and out rates on account of an 
embargo via the Shenandoah division of the Norfolk & 
Western. The tariff contained a reconsignment privilege 
without any inhibition on account of embargo. 


ROUTING OF LUMBER 


The Commission has dismissed No. 9260, Beekman Lum- 
ber Company vs. L. R. & N. et al., Opinion No. 5474, 51 
I. C. C., 451-2, holding that a carload of lumber from 
Pineville, La., to Suffern, N. Y., reconsigned from Lacka- 
‘waxen, Pa., had not been misrouted. The shipment was 
overcharged and refund must be made. 


RATE ON WIRE RODS 


An order of reparation has been made in No. 10072, 
American Steel Export Company vs. Southern et al., Opin- 
ion No. 5505, 51 I. C. C., 527-8, on account of an unreason- 
able and unlawful export rate on wire rods in coils, car- 
loads, to Baltimore. The Commission orders reparation 
down to a rate of $4.60 per long ton, which rate was ap- 
plicable on steel billets. 





REPARATION ON PAPER 


The Commission has awarded reparation in No. 9259, 
Wichita Traffic Bureau vs. A., T. & S. F. et al., Opinion 
No. 5497, 51 I. C. C., 505-7, on account of an unreasonable 
rate on newsprint paper, from Chicago and points taking 
the same rates and Minnesota points, to Wichita, Kan. 


RATE NOT UNREASONABLE 


The Commission has dismissed No. 10061, Holgate Bros. 
Company vs. Pennsylvania R. R. Company et al., Opinion 
No. 5500, 51 I. C. C., 515-17, holding that the rail-and-water 
rate on brush blocks, L. C. L., from Kane, Pa., to Boston, 
through Baltimore, had not been shown to be unreason- 
The rates since then have 
been increased under order of the Director-General. 


OVERCHARGE AND MISROUTING 


An order of reparation has been made in No. 10079, 
E. I. du Pont de Nemours Powder Company vs. West 
Jersey & Seashore et al., Opinion No. 5414, 51 I. C. C.,, 
553-4, on account of two overcharged and misrouted cars 
of high explosives from Gibbstown, N. J., to East Brad- 
ford, Pa. 








REPARATION ON CORN 


Reparation has been allowed in No. 10037, Young Grain 
Company vs. Toledo, St. L. & W. et al., Opinion No. 5503, 
51 I. C. C., 523-4, on account of through rates on corn 
from points in Indiana to destinations in Canada because 
in excess of the aggregate of intermediates on the Detroit 
combination. 


REPARATION ON IRON ARTICLES 


Reparation has been ordered in No. 10055, Independent 
Bridge Company vs. P. R. R. et al., Opinion No. 5504, 
51 I. C. C., 525-6, on account of an unduly prejudicial and 
unreasonable rate on wrought iron annealing boxes from 
Allegheny, Pa., to Weirton, W. Va. The fifht-class rate 
of 7.9 cents was applied. Contemporaneously there was a 
commodity rate of 4.2 cents, which was subsequently in- 
creased to five cents under the fifteen per cent case. The 
carriers must return the difference. No order for the 
future can be made because the Director-General was not 
made a party. 


RATE ON COAL 
An award of reparation has been made in No. 9593, 
Joseph Savage vs. C. & N. W. et al., and No. 9705, Black- 


hills Brewing Company vs. Same, Opinion No. 5488, 51 
I. C. C., 482-4, on account of an unreasoneble rate on coal 
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from Alger, Wyo., to Central City, S. D. The unreason- 
ableness consisted of the excess over $2.25 per ton on 
lump and $2 per net ton on other than lump coal. 


MILLING IN TRANSIT 


The Trafic World Washington Bureau. 


All and more than the reasons which caused the Com- 
mission in No. 7591, Southern Rice Growers’ Association 
vs. Texas & New Orleans et al., to hold that the carriers 
had not .justified their withdrawal of milling in transit 
on rice obtain now. Therefore, in a tentative report, Ex- 
aminer W. B. McGehee recommends to the Commission 
that it affirm its former findings that the railroads had 
not justified their withdrawal of transit privilege and that 
the charge therefor—two cents per 100 pounds—had not 
been shown to be unreasonable. : 

This proposed report is based on an extensive rehearing 
held by the Commission on the motion of some of the 
carriers, notably the Southern Pacific, which claimed that 
transit is a privilege that may be granted or withdrawn 
by the carrier at will. 

That proposition, the examiner undertakes to show, is 
untenable. The railroads depended for support of their 
contention on the earlier decisions which pointed to agree- 
ment that milling in transit is a privilege, or was so be- 
fore the amendment to the fifteenth section, adopted 
June 18, 1910. The contentions of the carriers, as sum- 
marized by Mr. McGehee, are: (1) That the milling ar- 
rangement is a mere gratuity; (2) that the Commission 
has no authority to order the carriers to establish such 
arrangements in the first instance; and (3) it cannot 
require the carriers to re-establish arrangements which 
they voluntarily maintained for a short period, since there 
is no authority vested in the Commission to require car- 
riers to establish transit arrangements as an initial prop- 
osition. 

The examiner, to support his recommendation for a 
reaffirmation, calls attention to the decision of the Com- 
mission in the wool case, 21 I. C. C., 151; Spiegel vs. 
Southern, 25 I. C. C., 71, and the fabrication in transit 
case, 29 I. C. C., in each of which the Commission dis- 
cussed the changes in the law and pointed out its com- 
plete authority over rules, regulations and practices. 

While the Southern Pacific withdrew the milling in 
transit arrangement, the report points out that it made 
no effort to withdraw its participation in rates made by 
the Gulf Coast Lines carrying transit. It pointed out, 
however, that it refused, in any way to shrink its reve- 
nues; that it participated in the rates at the expense of 
its connections, which had to bear all the burdens of the 
arrangement. 


In conclusion, the report says the conditions pointed 
out in the Commission’s report, that is, great disparity 
in rates on rice still obtain, except that “additional rate 
relationships have been disrupted since the original hear- 
ing, by the re-establishment of milling in transit on rice 
and rice products by certain of the defendants, and the 
denial thereof by others, and all the originating lines are 
now under federal control. 


Assuming that the originating lines that did cancel the 
so-called privilege were justified in doing so while under 
private control, there certainly can be no justification now 
that all the originating lines are under federal control 
and operated by the Director-General. 


N. Y. TRAFFIC CLUB ACTS 


President Stubbs of the New York Traffic Club, in his 
address at the meeting, December 30, outlined briefly the 
Policy of the club which is to be pursued during the 
coming year. He stated that it is the purpose of the club 
to devote its energies to the consideration and solution 
of the serious transportation problems with which the 
country is confronted, furthering as far as possible legis- 
lation for the protection of the interests represented by 
the club membership, by means of discussions of these 
problems by students of transportation, including members 
of the club and others, and by appropriate action. A 
Committee of twelve had previously been appointed by 
Mr. Stubbs to represent the club in the matter of the 
Tailway problem, and especially the question of new legis- 
lation. C. S. Keene, vice-president of the American To- 
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bacco Company, chairman of this committee, made a 
report which included resolutions adopted by that com- 
mittee and ratified by the club. Following are the reso- 
lutions: 

“Whereas, The Director-General of Railroads has recom- 
mended to the Congress of the United States that Federal 
control of the railroads be extended until January 1, 1924— 
a period of five years—and has declared that it is wholly 
impracticable as well.as opposed to the public interest for 
the Government to operate the railroads for twenty-one 
months after peace under the present law; 

“Be It Resolved, By the Traffic Club of New York, 

“1. That Government ownership, management or opera- 
tion of railroads is not conducive to economic efficiency, 
and that private initiative, enterprise and responsibility in 
the creation, extension, improvement and operation of the 
American railroads should as a matter of national policy 
be fostered and preserved. ~ 

“2. That the extension of the present system of Federal 
control for a period of five years, or any extension beyond 
the limitation now prescribed by law of .one year and 
nine months after the proclamation of peace, is earnestly 
opposed as prejudicial to the public interest. 

“3. That the recognized impracticability of continuing 
the Government operation of the railroads for twenty-one 
months after peace under the present law is a conclusive 
reason why the properties should be relinquished, and, 
that in view of the termination of hostilities, it should be 
the policy of the Railroad Administration to restore the 
integrity of individual properties and prepare for their 
return to the respective owners. 

“4, That the principle of reasonable, responsible and 
adequate Governmental regulation of transportation facili- 
ties is recognized and accepted, but that such regulation 
should provide for the encouragement, protection and de- 
velopment of the railroads. 

“5. That the Congress should promptly enact such re- 
vised legislation as will provide a uniform system of regu- 
lation in essential matters, safeguard the public interest, 
insure adequate revenue to provide for equitable treatment 
of all questions affecting wages and working conditions of 
employes and attract sufficient capital to maintain and 
develop transportation facilities which shall meet the 
necessities of the commercial manufacturing and agricul- 
tural interests of the country. 


“6. That energetic efforts should be exerted to accom- 
plish the early return of the transportation systems of 
the country to the control and management of their own- 
ers, and the enactment of suitable legislation for the pro- 
tection of the shipping and traveling public, the carriers 
and their employes.” 


E. G. Warfield of the Public Affairs Committee reported 
that a resolution had been adopted by that committee 
requesting the president of the club to appoint a special 
committee consisting of six members engaged in, or in- 
terested as shippers in foreign commerce, and five mem- 
bers from the steamship interests, to study the problem 
of American merchant marine, and to take up with the 
Shipping Board the question of about fifty government 
owned and chartered vessels now lying idle in American 
harbors for which freight is available but which are not 
in commission, because the Shipping Board has formu- 
lated no policy or plan for their use, while foreign vessels 
are taking the business which these ships should be han- 
dling. 

After addresses by S. T. Bledsoe, general counsel of 
the Santa Fe Railway, and Prof. T. W. Van Metre of 
Columbia University, there were addresses by several 
members of the club. C. S. Keene cautioned against the 
advocacy of federal legislation which would not give due 
consideration to the prerogatives of the several state com- 
missions under whose charters most of the carriers are 
operated, especially in the matters of policing and grade 
crossings, building and establishment of sidetracks and new 
stations, etc. It was the opinion of Mr. Keene that if 
the carriers are returned to their owners, passenger ter- 
minals should continue to be used by competing carriers 
in common as far as this is practicable, but that in cases 
where lines through foresight and the expenditure of vast 
sums of money had established favorably located freight 
terminals, a hardship might result from the opening of 
these terminals to competing freight carriers which had 
not provided themselves with similar facilities. 
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J. A. Wells read from an article recently written by 
Charles H. Sabin, president of the Guaranty Trust Com- 
pany, and Paul M. Ripley, speaking for the shippers, 
pledged their acquiescence in rates adequate to the main- 
tenance of proper service on the part of the railways. 


Address by T. W. Van Metre. 


In his address Prof. Van Metre said: 
“We all feel that the railroads should be returned to 


' their owners, and there is little doubt that the great 


majority of the American people shares this feeling. But, 
while there is general opposition to government owner- 
ship, there is some difference of opinion as to the most 
suitable time for the resumption of private operation. 
Some think that the railroads should be returned to their 
owners at once—on the first of January; others suggest 
that government operation continue until Congress adopts 
a new railroad policy for the country, and Mr. McAdoo 
thinks that we should wait five years before beginning 
to think about the question. 


“IT am not convinced that the railroads should be given 
back on the first of January without any new legislation 
by Congress. It sometimes happens that, in our haste 
to achieve certain results, we take action which has an 
effect just the opposite of what we desire. Once, when 
Thomas B. Reed was Speaker, the House of Representa- 
tives became involved in an intricate parliamentary tangle. 
In its efforts at extrication the House took action on a 
resolution which was exactly the reverse of what the 
majority really intended. ‘They remind me,’ said Reed, 
‘of a man who went to sleep while driving a team. He 
fell off the wagon and as the wheels passed over him 
he yelled “whoa” so d loud that the horses backed up 
and he was run over a second time.’ 


“The danger of government ownership would probably 
be increased rather than diminished if the railroads were 
given back to their owners with no provision for a new 
railroad policy. The conditions which are responsible for 
my opposition to the immediate return of the railroads 
lead me to think that Mr. McAdoo’s suggestion is unwise. 
If one year of government operation makes the problem 
of return to private management so difficult, think what 
the problem would be after five years of government op- 
eration. At the end of five years the Director-General of 
Railroads might need twenty-five years in which to get 
things ready for a resumption of private operation. 

“There is no good reason why President Wilson should 
not call a special session of Congress soon after the fourth 
of March to deal with the railroad problem. It is the 
most important problem confronting the country to-day 
and its settlement should be attempted as quickly as pos- 
sible. Conditions are propitious now for an intelligent 
consideration of the entire situation. It would be par- 
ticularly advantageous for Congress to take up the rail- 
read question during the coming year, because the injec- 
tion of the question into a political campaign could thereby 
be avoided. It is a problem which should be studied and 
settled without reference to partisan politics. 


“The problem of formulating a new railroad policy is 
not an easy one. Like the peace commissioners assem- 
bling at Versailles, we are agreed on certain fundamental 
principles, but we do not: exactly harmonize on all matters 
of detail. 

“For instance, we all realize that the railroads are en- 
titled to a reasonable living income. -There is strong sen 
timent in certain circles that the Interstate Commerce 
Commission should be deprived of its power to suspend 
proposed changes in rates, leaving the carriers free to 
advance their charges whenever they think that the needs 
of the country—and of the railroads—require it. In sup- 
port of such a change in policy it is pointed out that the 
government has itself condemned the exercise of the 
power of suspension of rates by the Commission by taking 
away this power during the period of government opera- 
tion. But may it not be said with equal truth that a large 
part of the condemnation of present government operation 
rests upon the very fact that the government is exercising 
certain privileges, which, after years of struggle, were 
taken away from the carriers? One of the greatest sources 
of complaint about government operation has been the 
arbitrary action with respect to railroad rates. If we 
are unwilling for the government to make rate increases 
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at will is it likely that there will be universal consent 
to such action by private corporations? 

“However, there is unquestionably some way to settle 
this point of difference so that the interests of both 
carriers and shippers will be properly conserved. All 
these matters of detail must be met with a spirit of 
concession and a desire to achieve a constructive and 
harmonious policy. 

“There is one detail of the future railroad policy which 
is of transcendent interest to the city of New York, and, 
not only to New York, but to the entire country which 
the port of New York serves. Something should be done 
to make possible the construction in this city and in any 
other great city of a unified system of freight terminals. 


“We all know that topographically New York harbor 
offers an opportunity for the construction of a highly 
efficient terminal, and we are also aware that at the pres- 
ent time New York’s terminal facilities represent anything 
but efficiency. I am but repeating the opinion of many 
experts on terminal construction and operation when | 
say that one requisite for the improvement. of the port 
facilities of New York is the better co-ordination of the 
railroad terminal property. It is to be hoped that the 
new railroad policy will make it possible to bring about 
the co-ordination which is desired. 

“And may I say here that there exists a great deal of 
misapprehension in regard to the question of unity in 
railroad operation? It is generally thought that in times 
past the law has forbidden the joint operation and con- 
trol of terminal facilities by competing carriers. This is 
not the case. The construction and operation of union 
passenger terminals by competing railroad lines has in- 
volved no violation of law, and the operation of joint 
freight terminals has been equally permissible. The rail- 
road business in the past has been so strongly competitive 
that, except in a few instances, the carriers have been 
unwilling to co-operate in the use of freight terminal 
facilities. 

“The time has now come, if New York is to retain her 
position in the commerce of the world, that a way be 
found to surmount the competitive differences of the 
railroad lines. In Philadelphia, a few years ago, the 
three railroads of the city and the city government vol- 
untarily entered into an agreement to carry out a com- 
prehensive plan of terminal improvement. There was no 
violation of law in this agreement, and no law forbids 
the consummation of a similar agreement in other cities. 
If we cannot hope to achieve the necessary railroad co- 
operation through voluntary action, we should earnestly 
seek for other means to gain the desired end. 


“The day of selfish competition in all railroad activity 
is probably past. Railroad competition should not he 
ended, but it should not be permitted to stand in the way 
of manifest improvements’ of the transportation service. 
We are approaching a period of great industrial co-opera- 
tion, and the object of industry will be to produce as 
much as it can as efficiently and as cheaply as it can. 
The curse of labor in this country has been a leadership 
which believes that a worker should produce as little 
as he can because more work will be made for others. 
The wealth of a nation lies in its productive capacity, and 
the efforts of the future must be bent toward the expan 
sion and not toward the limitation of production. 


“The railroads have blazed the trail for much of ihe 
industrial progress of the past. Transportation enterprise 
was the first enterprise to make extensive use of the 
private business corporation, the most powerful instru- 
ment ever devised for the development of industry; trans 
portation was the first business of the United States to 
launch operations on a large scale; transportation was 
the first private business to accept the principle of public 
regulation; it is not too much to hope that transportation 
will be. the first to show the wey in newer and beiter 
ideals of industrial progress. 

“It is highly gratifying to listen to the plans which 
the president of our club has made for its future activity. 
This is indeed the time for the Traffic Club of New York 
to make history. That our president understands this 
fact is shown by his keen appreciation of the importance, 
as well as of the difficulty, of the transportation problem 
and by his deep understanding of the opportunity which 
is now presented to the club to do a great public service.” 
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SUCCESSOR TO HARLAN 


The Trafic World Washington Bureau. 


Although nothing definite has been received from the 
President, it is taken as settled that Commissioner Harlan 
will not be appointed to succeed himself for the term be- 
ginning January 1. 7 

Friends of Joseph W. Folk are making efforts for his 
appointment and James Hamilton Lewis is also believed 
to desire the place. The appointment of a Democrat would 
be in accordance with the rule if Joseph B. Eastman is 
counted as a Republican. 


A NEW DIRECTOR-GENERAL 


The Trafic World Washington Bureau. 

W. G. McAdoo expects to leave Washington January 5 if 
the President appoints a successor in time. The expecta- 
tion on December 31 was that the President would act 
before the day mentioned, announcement probably being 
made on January 3, after Mr. McAdoo had finished testify- 
ing before the Senate committee. 

No Director-General having been named, Railroad Ad- 
ministration officials were getting set to have the man- 
aging of carriers done from California, whither Mr. 
McAdoo is going. Under the terms of Mr. McAdoo’s res- 
ignation he remains Director-General until his successor 
is appointed. 

The Senate committee on interstate commerce began 
hearings on January 3 instead of the day before, ws 
originally planned, because members could not all get back 
to the city in time. 

No real difficulties would be expected to arise by reason 
of the Director-General going to California before the 
appointment of his successor. There are no questions of 
policy any more insistently demanding answers now than 
there were when his resignation was tendered. Walker 
D. Hines, E. D. Chambers and the other members of the 
cabinet can submit their views by telegraph about as well 
as in person. If necessary, they can go to California. 
The Railroad Administration has never acted with such 
speed that a delay of four or five days would make any 
material difference. 

In his. weekly talk with newspaper men December 26, 
mentioned in The Traffic World of December 28, Director- 
General McAdoo made it plain that his resignation has 
no string to it. As to remaining a few weeks to keep 
the organization going until a successor might appear, he 
gave his hearers to understand that he had no such 
thought; that if a man who had resigned found it de- 
sirable or necessary to continue, he should withdraw his 
resignation so as to apprise those interested that some 
change had taken place in conditions warranting a change 
in plan. A man who has resigned cannot hope to con- 
tinue in his place longer than the appointed time and have 
his plans carried out as satisfactorily as if there were 
no limit upon his tenure, he pointed out. 

The whole tenor of his talk was that he has not had 
reason to change his mind about his retirement, the 
five-year plan, or anything else, and that he had no idea 
who his successor would be. 


RAILROAD CONTRACTS SIGNED 


The Trafic World Washington Bureau. 
Contracts made with the Augusta Southern and the 


' Georgia & Florida call for a rent of $28,000 for the first 


mentioned and $88,000 for the second. The annual oper- 
ating income of the Augusta Southern for the test period 
was $22,507 and for the Georgia & Florida there was a 
deficit of $562. The Georgia & Florida, of which John 
Skelton Williams was the head just before he became 
comptroller of the currency, is supposed to be the Owner 
of the Augusta Southern, having bought it in 1916 from 
the Southern Railway, which considered it an unprofit- 
able branch. The system, which is to receive: $116,000 
per annum, was organized by John Skelton Williams and 
his brother, L. M. Williams, now one of the receivers of 
the Georgia & Florida. These are the first of the not 
highly prosperous roads, which also are sometimes 


classed as short lines, reported as having signed. con- 
tracts calling for the payment of cash rent. 


Other short 
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lines have signed contracts that allow them to keep 
whatever they make, if anything. 

The Norfolk & Western, on December 31, signed a con- 
tract with the Administration calling for a compensation 
of $20,640,899. It covers its subsidiaries. 


CONFERENCE ON RETURN OF ROAD 


The Trafic World Washington Bureau. 


The first of probably many conferences was held De- 
cember 27 by S. Davies Warfield and Luther M. Walter, 
representing the Association of Railroad Security Owners; 
Guy M. Freer, J. M. Belleville, F. H. Montgomery, W. H. 
Chandler and R. M. Robinson, representing the National 
Industrial Traffic League; M. M. Caskie, the Southern 
Traffic League; and Charles E. Elmquist, representing the 
state commissioners. The object was to exchange views 
as to how the transfer of the railroads from the govern- 
ment to their owners shall be accomplished. The bodies 
mentioned agree that such a transfer should be made, 
but no concrete plan has been framed, hence the necessity 
for consultations, because the Senate committee on inter- 
state commerce began hearings January 3. 


Nothing was given out as to the scope of the discussion 
or as to the nature of any plan that may be suggested, 


. because nothing has been matured and publicity without 


preparation on. all points is deemed yndesirable. The 
organizations mentioned are so strong for transfer of the 
roads to their owners that they deem it essential they 
shall not cause any delay in the framing of legislation 
needed to accomplish that result. 


PLANS OF RAILWAY EXECUTIVES 


New York, N. Y.—The Association of Railway Executives 
has postponed for a few days the meeting which was 
called for December 30. The reason given is the amount 
of time required for the consultation of the members with 
their boards of directors, counsel and bankers over the 
recommendations which the association expects to present 
to the committee of Congress. The standing committee 
of the association was to meet December 31 and a meeting 
of the member roads was expected to follow a few days 
later. The railroad executives planned to hold their gen- 
eral meeting before they appear before the committee 
and hope by that time to have united upon a plan for the 
handling of the railroads. 

There is, apparently, no important difference of opinion 
among railroad executives and directors as to the ad- 
visability of opposing with all possible vigor Mr. McAdoo’s 
plan to extend federal control for five years. There are 
still differences of opinion as to the methods which shall 
be advocated before Congress of dealing with the railroads 
until permanent legislation fixing their status can be had. 
An important element among the railroad men hold that 
Congress should be asked to carry out the provisions of 
the federal control act as it stands—namely, to terminate 
government possession within twenty-one months after the 
declaration of peace, and meanwhile to pursue actively the 
study and passage of new regulatory measures.- Another 
element proposes to ask the immediate return of the roads 
to private management, to be operated for the account 
of the government under the existing compensation con- 
tracts for the twenty-one months. Under the latter plan 
improvements and purchases of new equipment would re- 
vert to the companies. 


STATEMENT BY R. S. LOVETT 


Opposition to government ownership of railroads, on 
the ground that competition in service and facilities, but 
not in rates, should be preserved, was voiced in a state- 
ment issued by Robert S. Lovett, when his resignation as 
director of the Division of Capital Expenditures of the 
Railroad Administration became effective January 1. 


After asserting that “there is nothing so essential to 
the financial peace and the commercial and. industrial 
welfare as a definite governmental railroad- policy,” Mr. 
Lovett declared the necessity for exclusive national con- 
trol, as against state regulation, was now too obvious for 
discussion and that “the only debatable question is 
whether such control shall be through government owner- 
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mp or by exclusive federal regulation of private owner- 
ship. 

“I believe in thorough regulation by the national gov- 
ernment of all competition in service and facilities, with 
power to check it where it amounts to an evil,” he said. 
“I should permit consolidations subject to government ap- 
proval where the public benefit would plainly be promoted, 
particularly in the absorption of financially weak lines of 
minor importance, where by so doing the communities 
dependent thereon could be better served. But I would 
steadily preserve competition between the large systems 
and pursue a policy of widening the competitive areas 
between such large systems wherever practicable.” 

In giving his reasons for opposing government owner- 
ship, Mr. Lovett asserted that “if we carefully analyze 
the relative merits of efficiency from unification and the 
advantages from competition in service facilities, I believe 
we will find that the latter will be very much better as 
a national policy.” He added that he also objected to 
government ownership because the opportunity it would 
offer “for promoting political ambitions.” 

Expressing the fear that “the railroad ‘pork barrel’ 
would in time make the other ‘pork barrels’ appear in- 
significant,” he said: 

“Every politician would be almost compelled to exert 
any political influence possessed by him to provide places 
for his supporters or improvements and facilities or rate 
adjustments desired by them. Each congressman would 
be pressed by all the ambitious towns in his district for 
ornate passenger stations, additional and unnecessary 
trains and new railroads, extensions and branches.” 

Mr. Lovett also declared “there are other objections to 
government ownership, such as the political power of 
employes to organize and control and the probable de- 
terioration in efficiency under the scale of government 
salaries in competition with private business.” 

“Consideration of any solution of the railroad problem 
involves the fundamental question of whether there shall 
or shall not be competition,” Mr. Lovett said. 

“All will agree, I believe, that competition in railroad 
rates is unwise and practically impossible. Competition in 
rates cannot exist without rebates, secret rates, and other 
kindred evils. But competition in service and facilities 
has really been responsible for the great advance in the 
quality of railroad service in this country. Its elimination 
would mean comparative stagnation. 

“Much is said of the waste of railroad competition. 
Nearly everything thus characterized is for the benefit 
of the public. Undoubtedly there is some actual waste, 
but the amount of expense saved by unification is not 
relatively great.” 


STATISTICS FOR 1917 


The Trafic World Washington Bureau. 


By a strange coincidence the Commission on January 
3, the day whan the Senate committee was due to hear 
W. G. McAdoo’s reason for the proposed five-year experi- 
ment with railroad operation, put out its preliminary ab- 
stract of statistics of common carriers for 1917, the last 
year during which the carriers were privately operated. 
That abstract shows a railway operating income of 
$979,939,377 on a total claimed investment of $21,757,- 
203,006. ‘That income was made during a year which 
included nine months of war, in which the United States 
was a participant. This will be contrasted with the esti- 
mated operating deficit of $150,000,000, exclusive of what 
will have to be paid out on overcharges, reparation for 
confessedly unreasonable rates and loss and damage 
claims, all of which will bring the operating deficit to 
nearly $200,000,000. To that must be added whatever of 
compensation is in excess of $945,000,000 that will have 
to be paid to the roads which, during the test period, 
made less than the courts would have to call a reasonable 
return on the property taken over by the government. 
The few contracts already made show that the Railroad 
Administration is dealing generously with such proper- 
ties, additional compensation being allowed to even such 
a profitable road as the Norfolk & Western. 

The Commission has set argument for January 15 at 
its office for the purpose of ascertaining whether the fed- 
eral control law lays upon it any duty to report to the 
President an average annual operating income for the 
Pullman Company. The Commission, in its notice, says 
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that, while the Pullman Company does not operate a rail- 
road and therefore has no such thing as an average annual 
railway operating income, it has an operating income 
which the Commission might certify to the President as 
the basis for compensation to that company. This argu- 
ment will afford a basis, if any desired, for raising the 
question as to whether the Pullman Company could ever 
have been legally taken over. 


INTRASTATE EXPRESS RATES 


The Nebraska Supreme Court late December 31 issued 
an alternative writ of mandamus directing the American 
Railway Express Company to put into effect a schedule 
of intrastate express rates as promulgated by the Nebraska 
state railway commission or to show cause by January 
10 why the commission’s rates should not become ef- 
fective. 

The Supreme Court’s action was taken on an applica- 
tion filed December 31 by the railway commission for a 
writ of mandamus to compel the express concern to adopt 
the commission’s schedule of charges instead of charging 
rates ordered effective January 1 by the United States 
Railroad Administration. . 

Iowa’s state board of railroad commissioners filed ap- 
plication in the District Court at Des Moines December 
31 for an order perpetually enjoining the American Rail- 
way Express Company from putting into effect in Iowa 
state the increased express rates scheduled to’ become 
operative January 1. 

There had been uncertainty as to what would happen 
on January ist, when Director-General McAdoo-made ex- 
press rates were supposed to go into effect in several 
states that never did adopt the Commission’s system of 
block stated express rates. The South Dakota court has 
enjoined the enforcement of the McAdoo order, which 
required first, the adoption of the Commission’s block 
system of stating rates and then their advances in ac- 
cordance with the rest of General Order 56. 

Iowa, Kentucky and Utah, so far as known, have done 
nothing. Railroad administration officials talked of is- 
suing an order requiring prepayment of express rates in 
these states, but it was not issued. 


WEEKLY TRAFFIC REPORT 


; The Trafic World Washington Bureau. 
According to a report made public by Director-General 
McAdoo, traffic conditions throughout the country, both 
passenger and freight, show improvement for the week 
ended December 23. “Despite the heavy travel, due to 
the holiday season and the transportation of troops to 
their homes,” the press notice says, “the situation has 
been taken care of to a remarkable degree in all sections 
of the country. Whatever congestion in freight and pas- 
senger service existed has been relieved.” Following is 
the summary: 

Eastern Region: Reports indicate an increasing opti- 
mistic tone as to business in general. 

United States government freight on hand at railroad 
terminals is being steadily reduced, and material for the 
allies, which is not to be moved overseas, being satisfac- 
torily disposed of. 

All available space on British ships released by the 
a” government for commercial shipments is being 
filled. 

New York Central lines west report that “Sailing Day 
Program,” although not yet complete, shows for the eleven 





months ending November 30 a saving in handling at trans- 


fer houses of 14,314 cars. 

Automobile business reported on the increase, and in 
some places buildings intended for munitions manufacture 
will be utilized for building motor cars. 

The ticket sales Pullman reports, and Limited train 
reports all show increase in passenger travel, and the 
indications are that the holidays’ travel will be greater 
than for some years. 

Allegheny Region: Regular passenger travel unusually 
heavy, and increases daily on account of the holidays. 

During the week eight special trains have been dropped 
and thirty-three coaches withdrawn from remaining trains 
on account of reduction in number of workmen employed 
at various war industries. 

Congestion occurring at Columbus, O., passenger sta- 
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tion, due to the large movement of discharged soldiers, 
being relieved by installing additional ticket windows. 

Movement of perishable freight very active; some con- 
gestion at Potomac Yards, which has been relieved. 

Elizabethport, N. J., L. C. L. freight transfer reduced 
to half time through relief given by “Shipping Day Plan.” 

Coal loading increasing, resulting in utilization of all 
empty coal cars. 

Movement of grain from the west continues heavy and 
is being handled in a satisfactory manner. 

Pocahontas Region: Passenger travel heavy, due largely 
to holidays. Every provision made to care for the travel, 
which is expected to be the largest in the history of the 
region. 

Some changes in passenger train service for the better 
accommodation of the traveling public. 

Freight movement slowing up, due particularly to the 
sluggishness of the coal movement via Hampton Roads. 

Southern Region: Passenger travel good, increase be- 
ing noted in the tourist travel. 

Additional sleeping car accommodations established be- 
tween various points to care for the increased travel. 

The cotton situation continues slow, the farmers hold- 
ing it for anticipated higher prices, and this affects the 
merchandise business generally. 

Fertilizer movement expected to be backward by reason 
of the slowness of the sales of cotton. 

Freight business shows decided increase over the week 
before. 

Refrigerator car supplies for the southern fruits and 
vegetables satisfactory, and shipments of oranges from 
Florida this season have totaled 5,107 cars, as against 
1,928 cars for the same period last year, while grapefruit 
shipments totaled 2,300, as against 1,028 cars up to this 
date last season. 

Reports from the district freight committees are to the 
effect that their business is well in hand. 

Northwestern Region: Revenue freight loaded for the 
week shows an increase over the same week last year, 
but a dcrease from the loadings of the week previous. 

Live stock and grain continues to show increases. 

Coal supply is very satisfactory. 

General condition of the crops still continues unusually 
favorable. 

Grain arrivals at the following primary markets: Chi- 
cago, Minneapolis, Milwaukee and Duluth show nineteen 
million bushels, as against seven and one-half million 
bushels last year for the same week. 

Shipments of apples from the apple districts in the 
northwest nearly finished and compliments received as 
to the satisfactory manner in which the shipments have 
been handled this year. There has been an ample supply 
of refrigerators and a steady, uniform movement. 

Lumber industry slowing up, although there is still a 
brisk demand for shingles. 

Some increase in passenger traffic, on which the dis- 
continuance of the surcharge for Pullman service is be- 
lieved to have an effect. 

Central Western Region: General freight loading shows 
a decrease as compared with the same week last year, 
although the grain loading shows a large increase. The 
principal decrease is in coal loading, the mild weather 
having this effect. 

“Sailing Day Plan” reported for 71 stations shows a 
decrease in the cars used of 4,276. 


General passenger travel shows a slight increase. 

Heavy increase in local passenger travel between Kan- 
sas City and St. Joseph on account of strike on interurban 
railway, and Union Pacific still operating shuttle service 
at Omaha on account of the street car strike at that 
point. 

Lines for Colorado and the West report influenza still 
serious. 

Southwestern Region: Heavy grain movement con- 
tinues from Missouri River points to Gulf points. 

Rains in this region have been of much benefit to pas- 
tures, and this, coupled with weather conditions, has 
helped the stock. 

General business is somewhat decreased, but lumber 
continues heavy, regular passenger travel about normal. 

Arrangements being made to take care of holiday busi- 
ness at the consolidated ticket offices. 

War Department: Conditions at New York are satis- 
factory, cars being unloaded in excess of arrivals, and a 
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substantial improvement being noted in the detention of 
lighters. 

Reports of the situation in North and South Atlantic 
ports, Chicago, St. Louis and Pittsburgh gateways are all 
favorable, and improvement is noted in the Chesapeake & 
Ohio Railroad, where heretofore there has been some diffi- 
culty. 

Transportation conditions generally satisfactory, and the 
distribution of War Department property among the re- 
serve depots expected to be well taken care of during the 
current week. . ‘ 

Navy Department: Transportation situation continues 
good, speeding up of deliveries by contractors caused some 
congestion at various points, further influenced by short- 
age of competent labor. 

Disposition of unsettled freight charges and other items 
of controversy being pushed to completion. 

Reductions being made in the field offices of Division of 
Inland Traffic. : 

Fuel Administration: Tidewater heavy accumulation of 
coal at Hampton Roads necessitates embargoes. 

Coke production barely equals demand. Bituminous coal 
production in excess of market demands as a whole. Ex- 
pected that production will be considerably curtailed dur- 
ing the holiday period. Anthracite still short, but pro- 
duction increased. 

Full car supply and transportation ample in all regions. 

Fuel Administration, Oil Division: Supply of tank car 
equipment sufficient to meet all demands, and some sur- 
plus in mid-continent territory. Loading in Texas shows 
some increase due to increased production of crude, and 
this loading will increase as facilities are provided, and 
these are being installed as rapidly as conditions will 
permit. 

Transportation situation in general satisfactory. 

Food Administration: Fresh meat and packing house 
products, general movement continues satisfactory, and 
complaints from shippers practically stopped. Difficulty 
in securing double-deck equipment heretofore reported has 
been removed. 

Control of movement of live hogs necessary to prevent 
overcrowding stock yards, and it is probable that the 
permit system will be installed in practically all the 
markets. 

Grain: Movement of grain continues generally satis- 
factory, and while there is a slight increase in number 
of cars in Minneapolis Terminal, the situation is having 
careful attention. 

Fruits and Vegetables.—The car supply seems to be well 
taken care of, some complaints being made as to sched- 
ules, and that matter is having attention. 

Shipping Board: With the exception of small conges:- 
tion at some small shipyards, which is being actively 
handled, the situation is generally satisfactory and trans: 
portation conditions good. 

Allies Traffic Executive: Report the matter of car sup- 
ply and movement generally satisfactory, except some 


-Slight difficulty experienced on the Chicago Junction Rail- 


way. This matter will have attention. 

The shipments for the Allies, generally, do not as yet 
show any decrease. 

Exports Control Committee: Shows some increase in 
export freight other than government freight on hand at 
North Atlantic ports. 

Freight on hand for the Allies, not now intended for 
overseas, being satisfactorily disposed of in private 
storage. ' ” 

An increase in the number of vessels allocated to 
various lines by the Shipping Board has resulted in a 
larger commercial movement of export freight, and a 
great increase in applications for permits has been noted, 
covering principally freight for export to South America, 
South Africa, Australia and the Orient. 

North and South Atlantic and Gulf ports being carefully 
watched with a view to their utilization to the best ad- 
vantage. 

The only ports causing concern are the Puget Sound 
ports, to which every attention is being given. 

Coastwise Steamship Lines: Further progress is being 
made in returning wooden ships to the Shipping Board. 

Satisfactory progress is being made in moving raw 
sugar from New Orleans to New York. 

Better arrangements for interchange between coastwise 
lines and New England roads have been perfected. 

Tonnage offerinngs at this time are somewhat light, as 
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is usual just before the holidays, but increased volume of 
traffic expected after the first of the year. 

Express and Mail Section: Express reports for the week 
show conditions good, and holiday traffic being handled 
without serious congestion. 

Some delays on the Great Northern and the D. & R. G. 
on account of slides and tunnel trouble. 

Arrangements made which it is believed will satis- 
factorily handle the extraordinary amount of holiday mail. 

Agricultural Section: Furnishing information as_ to 
farming opportunities. 

Co-operating with the states in connection with the 
“Soldier Colony Plan.” 

Chicago, Milwaukee & St. Paul makes first report about 
locating two returning soldiers on farms. 

The winter in the Northwest has been mild, cattle are 
still running out, and there will be plenty of hay to carry 
them through the winter. 

Troop Section: During the past week our reports show 
112,729 men discharged from the several camps. The 
men discharged, or on furlough, added to the regular 
holiday passenger traffic has made a strain on the coach 
accommodations on passenger trains. 

The movement of troops from camp to camp, at the 
suggestion of the Railroad Administration, has been prac- 
tically suspended to avoid interference with regular holi- 
day travel. 

General: This Division has arranged to give special at- 
tention to all matters of export and import traffic, par- 
ticularly the former, and will work closely with the Ship- 
ping Board in that connection. Representative of this 
Division will also work with the Department of Com- 
merce in connection with the Bureau of Foreign and Do- 
mestic Commerce. 

It is reported that the Webb law, permitting joint opera- 
tion of American firms in exploiting export traffic, is 
already being availed of, something over fifty firms hav- 








ing announced their purpose of appointing joint agencies. 


The formation of the South Atlantic Maritime Corpora- 
tion, taking in the five ports, Wilmington, Charleston, 
Brunswick, Savannah and Jacksonville, has been an- 
nounced, and they have commenced the development of 
Central American and West Indian trade. 

The United States Army, it is understood, will discon- 
tinue using Baltimore for overseas traffic, and will con- 
centrate at New York and Norfolk. 

Prospects for increased shipping tonnage for commer- 
cial business is good, and the use of German and Austrian 
vessels for handling Army supplies will release a corre- 
sponding amount of merchant shipping. ; 

American Iron and Steel Institute reports increased op- 
erations, with only two available blast furnaces idle. 

Transportation and car supply conditions reported good 
as far as the iron and steel trade are concerned. 


Cattle receipts at Chicago show slight increase over the 
same period last year, but the hog market, due to the 
necessary control, are about equal to last year’s. 
receipts show a very material increase. 


RAILROAD LEGISLATION 


The Trafic World Washington Bureau. 


A fairly distinct lining up on the big questions that 
Congress will have to answer when it enacts railroad 
legislation was apparent a considerable time before the 
first hearing day came in sight. Soon after Christmas 
it seemed evident that there would be at least three 
combinations. The first would be William G. McAdoo and 
his supporters, probably most of the leaders among the 
labor organizations, the members of which thought the 
high wages granted during war times would continue 
under the five-year plan regardless of the effect on the 
public treasury and regardless of the fact that it had 
not been proved that the wages were proper and scien- 
tific. 

It is possible that the leaders of the big brotherhoods 
will not go along with Mr. McAdoo with any degree of 
enthusiasm. They feel that the wage scale has destroyed 
the old relationship between the engine man and the hum- 
ble car inspector, who, until the McAdoo scale was put 
into effect, rated about as a mechanic’s helper, and there- 
fore much below the engine driver and the conductor. 
It is also possible that some of the labor leaders will 
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renew their protest against having wages and working 
conditions prescribed by legislation or by public officials. 
They did that at the time the Adamson law was passed. 
Then, again, it is possible they will “go along” for all 
they are worth, because the rank and file of organized 
labor seems to harbor the idea that the state can perma- 
nently manage industrial affairs, without regard to com- 
petition from other lands; that American merchants can 
pay enormous freight rates so as to make high wages 
possible, and still compete in foreign markets for dis- 
posing of goods that Americans cannot consume at home. 


The second party will be composed of the railroad ex- 
ecutives. The most prominent idea they seem to hold is 
that the government must guarantee a return on‘the in- 
vestment. Another prominent idea of theirs is that there 
must be federal incorporation, so as to get rid of state 
control over rates, rules, regulations and practices. 


The third party, or combination, will be that composed 
of the various organizations of shippers, the state railroad 
commissioners and possibly the Association of Railroad 
Security Owners. The latter may not be a member of 
the combination. It may decide that the government must 
guarantee some return on the investment, although there 
is no certainty that the members of that association will 
favor that squint at state socialism. 


All, except possibly the McAdoo combination, appeared 
to be opposed to either government control or gavernment 
ownership, except as a desperate resort to escape utter 
collapse. The railroad executives, the shippers’ organiza- 
tions, and the security owners were on record as favor- 
ing the return of the roads at the earliest possible mo- 
ment. The executives and the security owners, however, 
shivered at the thought of the government returning the 
roads to their owners, loaded down with the enormous 
increase in the wage scales, estimated to entail an in- 
crease in expenses running between $650,000,000 and $800,- 
000,000 a year. That is just about what the increase in 
rates ordered in June is expected to bring in, if the 
amount of tonnage carried remains favorable. At present 
the tonnage is decreasing largely because the war business 
of the government has been either canceled or embargoed, 
and ordinary commercial tonnage has not made up the 
decrease. How long there will be a diminishing amount 
of business no one can tell. During the week ending 
December 28 there was an increase over the preceding 
week, but the total was less than that reached in October. 


Among themselves, shippers and state railroad com- 
missioners admitted there was reason for the fears of 
the railroads, founded on the possibility of a return of 
the railroads, without any guarantee against the load im- 
posed by the higher wage scale. They, however, were 
not prepared to suggest anything on that point. Their 
inclination was to say that the state commissions and 
the Interstate Commerce Commission can be depended 
on to make no violent changes in rates while the rail- 
roads are staggering along under the load of war wages 
and high material costs. 

Their inclination was to suggest that the act to regu- 
late commerce can be amended so as to form a bridge 
on which the railroads safely can be transferred from 
government to private control. The most important 
amendment, they were inclined to think, would be the 
elimination of the prohibition against pooling and the in- 
sertion in the act of a provision authorizing the Com- 
mission to fix the terms and conditions under which joint 
rates should be made. That would enable the Commission 
to persuade the railroads to make arrangements for a 
common use of terminals and rails, so as to give the 
country the benefit of the unified operation that is now 
the fact. It would also enable them to save all the econ- 
omies the Railroad Administration has introduced and 
yet assure a competition in the rendition of service, such 
as would give the country what is most needed. 

The shippers and state commissioners, however, had not 
worked out a plan ready for submission to the Senate 
committee. The railroad executivees had a plan when 
the Newlands committee was organized, and the addition 
of a few things to make it workable as a readjustment 
scheme for the transfer from government to private con- 
trol would enable them to present it to the Senate com- 
mittee as their scheme for bringing the period of govern- 
ment operation to an end, either in twenty-one months or 
in a period shorter than that. 
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McADOO HEARD BY COMMITTEE 


The Trafie World Washington Bureau. 


* 

In the presence of the whole Senate Interstate Com- 
merce Committee, railroad presidents, Brotherhood chiefs 
and Commissioners Clark and Woolley, flanked by Walker 
D. Hines and Edward Chambers, Director-General McAdoo 
January 3 began the fight for an extension of government 
operation for a five-year period. 

At his request he was allowed to read a statement’ of 
fifty-eight typewritten pages. His thought was that be- 
fore beginning any defense of his proposition it would 
be well to have a picture of conditions prevailing during 
the months preceding the taking over of the roads by 
the President. 

It was as gloomy a picture as any ever painted by a 
railroad president asking for an increase in rates. After 
their taking over, notwithstanding blizzards and the ter- 
rific tonnage produced by the war, he said, freight and 
passengers in greater volume and numbers were moved 
without serious loss of life and with greater dispatch 
than ever before known. Never in the history of trans- 
portation by railroads was there ever such a satisfactory 
condition as prevailed in the fall of 1918. He contrasted 
it with the conditions that prevailed in the fall months 
of the preceeding years. 


Almost from the beginning of his statement it appeared 
that this excellence of physical operation, regardless of 
the extreme expense, was to be offered as the reason for 
continuing government operation. To a large extent the 
statement was a combining of the mass of commendatory 
notices given to the newspapers by the publicity man of 
the Railroad Administration. Emphasis was even laid on 
the work of the Administration’s secret service in reduc- 
ing the amount of pilferage from freight cars. The cost 
of producing improvement in service was not stressed. 
In fact, no mention of cost was made in the first quarter 
of the statement. It was not brought up at all until he 
desired to make a point of the economies accomplished by 
the consolidation of ticekt offices, short hauling and elim- 


ination of wasteful hauling. Then, he said, a saving of - 


expenses could be made the primary object, because war 
tonnage must be moved regardless of cost. He dwelt 
much upon the elimination of cross hauling of coal and 
other heavy commodities, circuitous routes and the in- 
auguration of sailing days. He acquitted shippers of any 
blame in connection with cross hauling and the use of 
circuitous routes. He said the blame rested on railroad 
agents, whose employers were forbidden by the Sherman 
anti-trust law to make pooling arrangements that*would 
have cut out long hauls, without a corresponding penalty 
for the short hauled carrier. 


The saving of sixteen million car miles, he said, does 
not give the Railroad Administration all the credit due 
it. The Administration had to haul empty freight cars 
from the Atlantic seaboard to the grain fields in much 
larger number than economically desirable, but emergen- 
cies in Europe required hurried dispatch of cars empty 
from the ports to the grain elevators. 


Departing from his written statement, he said the per- 
mit-to-ship system, “which stops transportation, in the 
public interest, at its source, instead of chocking the pub- 
lic interest at destinations,” would be possible under 
government operation. 


“Many of the changes in railroad operation inaugurated 
during the period of the last year should prove of perma- 
nent value and should continue, if possible, whatever form 
of control is decided on for the railroads.” Such reforms, 
he said, include: 

1—The maintenance of the permit system so as to con- 
trol the traffic at its source. 

2—The maintenance of heavy loads for cars. 

3—The pooling of repair shops. 

4—The elimination of circuitous routes. 

5—The unification of terminals. 

6—The maintenance of the “sailing day plan.” 

7—The consolidation of ticket offices. 

8—The utilization of universal mileage tickets. 

9—The standardization of equipment. 
_10—The maintenance of the uniform freight classifica- 
tion introduced by the Railroad Administration. 
_ 11—The maintenance of common time tables between 
important points. 
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12—The maintenance of high demurrage rates and uni- 
form rules. 

13—The establishment of through waybilling freight from 
point of origin to destination. 

14—Rendering unnecessary the rebilling by connecting 
or intermediate routes. 

15—The elimination of the old practice of paying in 
mileage or per diem rental for the use of freight or pas- 
senger cars of one carrier by another. 

16—The simplification of the old practice of apportion- 
ing interline passenger revenue. 

17—The utilization of water routes for the relief of 
crowded rail lines. 

“Some of these reforms,” said he, “can be continued 
should the roads be returned to private operation; others 
cannot. Competition and self-interest dictate that when 
the roads are under private control, each carrier get as 
much business as possible and keep it regardless of the 
fact that the aggregate result may be wasteful and un- 
economical. For instance, where two or more competing 
lines operate between two important cities, the conven- 
ience of the public can best be served if alternating trains 
be operated at short intervals over the different roads. 
Competition, however, always results in each of the roads 
‘punching’ its trains at the times when the demand for 
transportation is the heaviest. Competing lines can hardly 
be expected to route freight over the lines of competitors 
even though these competing lines may have the shorter 
route and be able to handle this particular traffic more 
economically. Lines with advantageous terminal facilities 
cannot be expected under private control to place such 
facilities at the disposition of competitors operating under 
less favorable circumstances. One company will not fore- 
go loading and hauling traffic even though this seriously 
embarrasses the general situation, because its connections 
cannot conveniently receive and dispose of the traffic. 
Private carriers may not enforce rules which, although 
designed to bring about efficiency and economy, might 
drive business away from their lines. The waste result- 
ing from these practices, and running into huge costs, is 
paid for by the public in the form of increased rates.” 

In discussing wages Mr. McAdoo estimated that the in- 
creases granted total between six and seven hundred mil- 
lion. 

He said there were only three possible solutions of the 
problem and then proceeded to attempt to show, as rail- 
road men, representatives of shippers and commerce at- 
torneys present believed, that government ownership is 
the only possible solution. Primarily, he said, it is a 
question of terminals, which, he said, has not been solved 
by private ownership. The three possible solutions men- 
tioned were: Return to private ownership, mixture of 
private ownership and government control, and out and 
out government ownership. 

Cincinnati was used as a possible example of terminal 
congestion continuing because of the inability of the 
railroads to agree on a plan for “general interest.” Those 
attending the hearing smiled because they knew that 
the chief reason for the continuance of the Cincinnati 
terminal problem was the inability of the city and the 
state governments to come to a conclusion as to how the 
railroads should be permitted to deal with the situation. 

As testimony, what Mr. McAdoo said seemed to make a 
poor impression on the men who have been trying to 
obtain legislation that would allow the owners of the 
railroads to solve the problems Mr. McAdoo listed as 
showing why government operation should continue. 


EXPORTS CONTROL REPORT 


Aceording to the report of the Exports Control Com- 
mittee for the week ended December 28, made public by 
Director-General McAdoo December 31, the movement of 
foodstuffs to the Atlantic seaboard for shipment overseas 
is progressing in a satisfactory manner. Practically all 
of it will be taken care of at north Atlantic ports and 
New Orleans and Galveston. The 40,000 tons that had 
been assigned to south Atlantic ports will move through 
other ports. Following is the report: 





On account of the holidays the situation reported in the 
following, except where otherwise specified, is as of the 23d 
instant. 

General Situation: The U. S. Army freight is still 
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the receipts. 
arrival over deliveries to boats. 

The total receipts and deliveries at north Atlantic ports 
as of December 23 for five days is as follows: 


Received. Delivered. 
: (In cars). 
Export freight at north Atlantic ports, ex- 
clusive of U. S. Government freight, bulk 


OEE PEE CS I 6,386 5,414 
. S. Government freight on railroad op- 
i oo usd ewes debeaddakeecdesans 3,339 3,689 


TREE ccecccraccccceseseenvccescsvcvecvenes 9,725 9,103 


This represents an accumulation of 622 cars, as against 
an accumulation of 2,308 cars for last week’s period. The 
total for all ports, including south Atlantic and Gulf, shows 
an increase of 1,592 cars. 

The situation at the naval fleet base, Brooklyn, will do 
doubt show an improvement, as freight for the fleet base 
has been embargoed as distinguished from the navy yard, 
and three 8-hour shifts have been put on instead of one, 
together with 200 additional men, thus clearing up at the 
rate of 75 cars per day, instead of 20 cars per day, as 
formerly. It is expected, at this rate, during the first 
part of January the accumulation at the fleet base will 
have been completely take care of. 

The vessel tonnage of the allies seems to be sufficient 
to take care of freight now on hand at the ports, provided 
weather and labor conditions remain undisturbed. 

Food Administration: The volume of flour and other 
grain products in sight at north Atlantic ports is as fol- 
lows: 


FLOUR. 
Deliv’d cur- 
Port. On wheels. On piers. Total. rent week. 
I.) ccc bndennemeees 153 63 216 2 
OO” eee 1,371 1,022 2,393 1,084 
Philadelphia .......... 209 322 531 418 
ON OC ee 162 289 451 185 
Newport News ........ 39 10 49 225 
DEE, #6006006 0-ceense 31 65 96 56 
Re 1,965 1,771 3,736 2,040 ° 
Total as of Dec. 16.. 1,598 1,585 3,183 1,498 
OTHER GRAIN PRODUCTS. 
Deliv’d cur- 
Port. On wheels. On piers. Total. rent week. 
PE cia eeanee ewe 84 3 87 26 
er 181 157 338 67 
Philadelphia .......... 7 18 25 15 
PEE cicccvcecses 5 2 7 0 
Newport News ....... 0 0 0 0 
DEE ccercesecoweeoes 0 0 0 0 
CC r Tete 277 180 457 108 
Total as of Dec. 16.. 181 117 298 140 


showing an increase as compared with December 16 of 
553 cars of flour and 159 cars of other grain products. 

North Atlantic Ports: Nothing special has developed 
since last week’s report, there being ample ship tonnage 
at all of the ports. 

Southern Ports (as of December 20): During the week 
permits were issued covering 1,213 cars of grain, iron and 
steel articles for movement from interior points through 
the ports of Galveston, New Orleans, Mobile and Savan- 
nah. 

Wilmington and Charleston: 
ment of export traffic. 

Savannah: Movement of both export and import traffic 
has been unusually active during the week. Four vessels 
cleared during the week with European cargoes, while 
four steamers are in port discharging nitrate of soda. 
Three additional vessels are scheduled to call next week 
for European cargo, and three French vessels are reported 
due during the first half of January. Although there has 
been an increased movement through the port, there is 
no excess accumulation of loaded cars in the yards nor 
has there been a congestion of any nature on the ter- 
minals. 

Brunswick, Fernandina and Jacksonville: There has 
been no movement of export traffic during the week. 

Pensacola: There has been no movement of export 
traffic. 

Mobile: The accumulation of export freight for the 
Munson Line has been reduced to a minimum, and that 
line now has a normal supply of ships. One English 
steamer is now in port taking on cargo and three addi- 
tional vessels are overdue. In addition to this the Leyland 
Line advise they will establish regular line of service to 


There has been no move- 
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showing considerable progress, the deliveries exceeding 
Other export freight still shows an increased 
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eee, effective with January, with a fleet of three 
ships. 

Gulfport: There has been no export movement. 

New Orleans: Twelve steamers cleared during the week 
with European cargoes, and an unusually large number 
of vessels are in port taking on cargo. The large volume 
of export traffic moving through New Orleans necessarily 
means an increased number of loaded cars on the ter. 
minals from day to day, but under the circumstances the 
present accumulation is not to be considered excessive, 
There has been some interruption to the handling of cars 
intended for the public docks, due to the inability of the 
Public Belt to promptly accept this traffic from the car- 
riers. The Illinois Central Railroad, we are informed, let 
them have four switch engines as a help-out, but, despite 
this, they have apparently been unable to cope with the 
situation. An improvement is looked for, however. The 
steamer Westerdick, capacity 11,900 tons, has been turned 
over to the Ward Line and will immediately remove from 
the terminals the accumulation of freight for Argentine 
which has been on hand for some time. 

Galveston:—There are 524 carloads of export traffic, 
exclusive of grain, in yards on wheels for account of the 
British and Italian governments, but in view of the large 
quantity of freight now moving through this port for ac- 
count of these governments, this is not considered ex- 
cessive. The indications are that loaded cars in yards 
on wheels will be reduced to a minimum immediately 
following the holidays, as seven steamers are in port 
taking on cargoes and one additional vessel is undergoing 
repairs. 

Grain and Grain Products Situation: For the week 
ended December 19 the situation at various ports was 
comparatively easy, the stock in elevators and amounts 
cleared during the week being as follows: 








Stock, Cleared, Percentage 

tons. tons. lifted. 

North Atlantic ports....... 348,356 158,992 45.6 
Ge MEE sccbcececancncwnn 203,118 40,740 20.1 
NE 5s cde dedeeveneiwas 551,474 199,732 36.2 


This report shows a better percentage of clearances as 


compared with north Atlantic ports than we have had 
before, but the lifting is still behind the capacity of the 
elevator facilities at the Gulf ports. The only elevator 
situation at north Atlantic ports where the stock in ele- 
vators approximates the normal working capacity is at 
New York, where at present they are carrying 92.7 per 
cent capacity, with 14.6 per cent held in cars for unloading. 

The, situation at Philadelphia, where the elevators are 
only carrying 45.1 per cent of their capacity, shows 38 
per cent held in cars for unloading, with 230.5 per cent 
of the capacity permitted but not yet arrived. 

At the Gulf none of the elevators hold over 76 per cent 
of their capacity and very little grain on tracks awaiting 
unloading. 

At New Orleans six ships are in port with grain allo- 
cations of 280,000 bushels and eight ships overdue with 
grain allocations of 1,520,000 bushels. 

At Port Arthur one steamer took on solid cargo of grain 
during the week, but no vessels are in port or are expected 
during the following week. 

At Texas City one steamer is now in port taking on 
grain cargo. 

At Galveston the situation is easy; several vessels are 
in port to relieve the elevators. 

Pacific Coast Situation: The Pacific coast situation 
shows a slight improvement both in the Puget Sound and 
San Francisco districts. 

There has been a reduction in cars on hand in Puget 
Sound district from 5,952 to 5,910, a net decrease of 42 
cars. The excess deliveries over arrivals during the week 
were 54 cars. 

The situation in the Puget Sound district is being han- 
dled with the Shipping Board with a view of securing 
some tonnage to take care of the accumulation. P 

For the month of December, up to the 18th, there has 
been an average of 17 cars per day received at the ports 
in violation of permit requirements. This is being handled 
with the regional directors in the territories of origin of 


the freight where the violations occur. 

In the San Francisco district the accumulations have 
been reduced from 1,440 cars December 13 to 1,360 cars 
December 20, a net decrease of 80 cars; as compared with 
November 29, this represents a reduction of 249 cars. 

The situation in the San Francisco district is normal. 
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Legal Department 


In this department a legal expert 
to the law of interstate transportation of freight. 
special service by immediate answer may obtain privately written 
answers to their inquiries by the payment of a small fee. 
Address Legal Department, The Traffic Svte Bureau, 
Caueds Building, Washington, D. C. 


answers simple E uestions relating 
eaders desiring 





Recovering Damages Based on Demurrage Charges. 


Alabama.—Question: One of our members shipped a 
carload of lumber from the Pacific coast to New York 
for export during the early part of 1917, and an agent of 
one of the transcontinental lines near the point of origin 
took up the domestic bill of lading and issued in lieu 
thereof a through export bill of lading showing his export 
the car having been regularly booked. The car was badly 
number as well as the export agent’s number thereon— 
delayed on account of embargo and, in fact, was unloaded 
en route and left on the right-of-way of one of the car- 
riers for more than three months and in tracing said car 
the above facts were ascertained, the final result being 
that the shipment did not reach New York in time for 
the steamer, therefore, it was necessary to make a new 
booking and in the meantime demurrage to the amount 
of practically $400 accrued. 

What I want to know is, should we file a petition with 
the Interstate Commerce Commission for a refund of the 
demurrage charges or is it a matter that should be jhan- 
dled by common law suit? If you will be so kind as to 
advise me in detail just what action we should take, I 
will be very much obliged. 

Answer: The principal point to be determined in the 
shipment above described is whether or not the carrier 
negligently delayed its transportation and delivery at New 
York, and whether, on account of such delay, the shipper 
had been damaged to the extent of the demurrage charges 
accruing on the shipment while awaiting water trans- 
portation at that point, for which the carrier is primarily 
liable. It is well settled that actions for damages cn 
account of unreasonable delay in the transportation and 
delivery of a shipment are cognizable in the courts, and 
not by the Interstate Commerce Commission, and that 
in an action to recover such damages the shipper may 
recover for any reasonable expense to which he had been 
put by the delay. 

The Interstate Commerce Commission’s jurisdiction over 
demurrage charges is limited to the question of determin- 
ing the legality of the rule under which the charge is 
made, the reasonableness of the charges, and the circum- 
stances or causes under which such charges may be can- 
celed or refunded. One of these causes is “railroad errors 
which prevent proper tender or delivery.” The Commis- 
sion cannot, as stated before, allow damages that are 
approximately caused by the carrier’s delay in delivery, 
and its past rulings regarding demurrage charges accruing 
through embargoes have not been universally favorable 
to the shipper. Union Hay Company vs. C. & N. W. Ry., 
48 1. C. C., 691; Smith vs. A. C. L. RB. R., 50 L C. C., 227. 

It is our opinion that the safest course for you to take 
to recover damages from the carrier on the particular 
shipment above stated is to bring your action in the 
courts. 


Measure of Damages to Shipments 
Middleman. 


Oklahoma.—Question: This will have reference to ar- 
ticle on page 1054 of The Traffic World of November 30 
entitled “Measure of Damages to Shipments Invoiced 
Through Middleman.” We do not understand the ruling 
made by you, for the following reasons: 

It is true that this shipment was covered by a bill of 
lading which specified, “the measure of damages shall be 
computed on the basis of the actual value of the property 
at the place and time of shipment.” However, before the 
goods are shipped, they have been sold first to the middle- 
Man and again sold to the ultimate consignee, or they 
would not be shipped at all, and therefore their value 
has already become the value to the ultimate consignee. 
The sale of these goods is self-evidently made to the ulti- 
mate consignee before the order is placed with the ship- 
per, and the shipper is only acting as the agent of the 


Invoiced Through 
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middleman in forwarding the goods. What is the differ- 
ence between a shipment made as described in your 
article and one handled as follows: 

Suppose a sale made by a middleman to a given con- 
signee who has a relative or friend living in the factory 
town and he requests the latter to call at the factory, 
take possession of the goods and ship them for his account 
direct to the ultimate consignee. In this case the relative 
of the middleman is acting as his agent, and it seems 
to us that even when the factory makes the shipment 
itself it is only acting as the agent of the middleman. 


We will be pleased to have your further consideration 
to this question and advise whether in your judgment 
the position taken by the writer in this matter is correct 
or not. 


Answer: The position taken by our correspondent is 
somewhat similar to that taken by the bill of lading com- 
mittee of the National Industrial Traffic League at the 
last spring meeting in Chicago of that body, and even 
that taken by some of the railroad attorneys, it having 
been reported at that meeting that some carriers, through 
their counsel, have agreed that the invoice price from the 
middleman to the consignee, and not the invoice price 
from the producer to the middleman, is the one to be 
used, although the shipment moved direct from the pro- 
ducer to the consignee. 


This position may be the common-sense one to take, 
and the courts may finally decide that it is the legal view 
to take of it. But until a court of competent authority 
has so held, we prefer to hold to the view that the bill 
of lading stipulation is to be interpreted to mean that 
the measure of damages shall be computed on the basis 
of the actual value of the property at the place and time 
of shipment to the party making the contract of carriage, 
that is, the consignor, and not the consignee. The con- 
tract of affreightment is between the consignor and the 
carrier, and it particularly stipulates that in the event 
of any loss or damage, the carriér shall be liable only 
in the amount of the actual value of the property at the 
place and time of shipment. This value to the consignor 
is the amount at which he sold it to the middleman, and, 
since the consignee can claim only through the bill of 
lading, and succeeds to the carrier’s rights thereunder, 
only after title has been conveyed to him by delivery of 
the shipment to the carrier for transportation, the con- 
signee cannot claim any greater interest under the bill 
of lading than that held by the consignor. Were it other- 
wise, the carrier’s liability would be measured by the 
value of the shipment after delivered to the ultimate con- 
signee at destination point, regardless of the number of 
middlemen the sale price may have passed through, and 
this would be equivalent to computing the value of the 
shipment to the consignee at destination point, rather 
than its value to the consignor at shipping point, and be 
thus in direct conflict with the express provisions of the 
bill of lading and the specific objects of the Cummins 
amendments and rulings of the Interstate Commerce Conm- 
mission thereunder. 


Regulations for Filing Claims. 


Idaho.—Question: U. S. Railroad Administration Gen- 
eral Orders No. 41 and No. 55 state that claims for loss 
or damage to freight and also claims for overcharge shall 
be prepared on the standard form approved by the Inter- 
state Commerce Commission. In the event a claimant 
does not comply with these orders, can a railroad legally 
decline to handle claim presented on some other form 
than the standard form above referred to? This company 
has gone to considerable expense in compiling a special 
form for the lumber business, particularly adaptable to 
rate and weight claims covering carload shipment of 
lumber, which form states concisely and briefly the claim 
and has been used for several years by us and other 
lumber shippers in this section of the country, for present- 
ing our claims for overcharge in rate and weight. We do 
not consider the standard form to be as desirable for our 
overcharge claims, particularly in view of the fact that 
we have gone to the expense of having at least a year’s 
supply of our own forms printed ahead. 


We would like to know, through the columns of your 
paper, whether we can legally continue to use the same. 
We would not object particularly to using the standard 
forms on our loss and damage claims, but would like an 
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expression from you as to whether or not we are legally 
compelled to do so. 

Answer: General Orders Nos. 41 and 55 by the U. S. 
Railroad Administration, relating to the disposition cf 
claims for loss and damage and overcharges, set forth the 
regulations that govern the carriers under federal control 
in the investigation, payment and accounting for such 
claims, amongst which is a regulation to the effect that 
claims for loss or damage or overcharges shall be made 
on the standard form approved by the Interstate Com- 
merce Commission, and the character of documentary and 
other evidence that must be submitted in connection with 
such claims in proof of their validity. 

The Director-General may instruct the carrier as to 
what claims to pay, and upon what conditions they should 
be paid, and, therefore, any carrier would be warranted 
to refuse payment of any claim that is not presented in 
the form or supported by the kind of evidence prescribed 
by the Director-General. But obviously such regulations 
must be reasonable, and affect only such claims as are 
voluntarily investigated and paid by the carrier without 
recourse to litigation. If a claimant resorts to the courts 
in the first instance, or if the carrier declines to pay vol- 
untarily a claim by reason of the claimant failing to 
present and support his claim as required by the Director- 
General, the claimant need not prove in court, as a con- 
dition precedent to recovery, that his claim was so pre- 
sented, but merely establish the fact that due notice of 
the claim was given to the carrier, that it is a valid one, 
that the carrier is liable, and that the claim has not been 
paid. 

Shipper’s Load and Count Stipulation. 

Missouri.—Question: The writer would be pleased to 
have you advise with reference to section 21 of the bills of 
lading act regarding shipper’s weight, load and count. 

Wish to advise you that we manufacture lead oxide, 
which is shipped in carload lots only and is packed in 
large 32 to 34 gallon oak barrels, usually loading from 
60 to 75 barrels in each car, and we have had certain 
carriers mark on our bills of lading “Shipper’s Load and 
Count.” It is the writer’s understanding that they would 
not be allowed to make this notation on our bills of lading, 
for we merely bill the shipment as so many bills of 
litharge, and on the bills of lading we do not show any 
trade name or certain brand and, as I understand the 
ruling carried in section 21, they would not be allowed 
to make this notation unless the shipment offered to them 
is billed as a special brand or by certain marks with 
which the carrier is not familiar. 

Answer: The shipments as described above cannot 
truly be classed as “bulk” freight in the sense of rule 21 
of the Pomerene bill of lading act, and would not there- 
fore be subject to the provisions contained therein which 
require the carrier to ascertain the kind and quantity 
of bulk freight loaded by the shipper in cars where the 
shipper has installed and maintains adequate weighing 
facilities, and requests the carrier to check the shipments, 
and which forbids the carrier from inserting in the bill 
of lading the words: “shipper,” “weight,” or other words 
of like purport. But there is a provision in this rule that 
in freight, other than in bulk, which, when loaded by the 
shipper, the carrier may insert in the bill of lading the 
words, “shipper’s weight, load and count,” and the de- 
scription of them as made by the shipper, and this pro- 
vision appears to have direct application to your ship- 
ments. By your describing your shipments as so many 
barrels of lead oxide, or by some other general term, in- 
stead of by weight, you come within the provision of 
rule 21, which reads: “Or by a statement that the goods 
are said to be goods of a certain kind, or quantity,” and 
which statement “if true, shall not make liable the car- 
rier issuing the bill of lading, although the goods are not 
of the kind or quantity * * * they were said to be by 
the consignor,” and the carrier may in such instances 
insert in the bill of lading the qualifying words above 
mentioned. 

Such a conclusion is in harmony with the Interstate 
Commerce Commission rulings prior to the enactment of 
the Pomerene bill, and the published tariff regulations of 
the carriers regarding freight loaded by shippers and not 
checked by carriers. See our further views on this sub- 
ject by referring to our answer to “Illinois,” as published 
on pages 183 and 184 of the Jan. 26, 1918, issue of The 
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This department is conducted by a traffic man of long experience 
and wide knowledge. In it he will answer questions relating to 
practical traffic problems. We do not desire to take the place of 
the traffic man, but to help him in his work. We reserve the right 
to refuse to answer any questions that we judge it unwise to answer 
or that involve situations that are too complex for the kind of in- 
vestigation contemplated. Questions will be answered as promptly 
as possible. 


Address “Help for Traffic Mea.” The Traffic Service Bureau, 
Colorado Building, Washington, D. C. 


No answers will be given by mail except for a fee. 


Help for Traffic Man 
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Fourth Section Violation Caused by Embargo. 


Question: One of our clients at Brightwood, Mass., had 
put into effect about three years ago a rate of 40.8 cents 
per cwt. on goods shipped from Franklin, N. C., to Bright- 
wood, Mass. From May to July, 1917, there was an em. 
bargo by the Pennsylvania Railway against the B. & M, 
and shipments for Brightwood would not be accepted by 
the Southern Railroad and, as our client was using these 
goods in the manufacture of material for the United 
States government, they were compelled to have ship. 
ments billed to Springfield, Mass. The regular tariff rate 
on these goods from Franklin, N. C., to Springfield, Mass., 
is 84 cents and 3 cents extra from Springfield to Bright 
wood, making total of 87 cents per 100 pounds. 

The treasurer of the company reduced the charges on 
several of the freight bills to agree with the rate of 40.8 
cents from Franklin to Springfield and paid them on this 
basis. Brightwood, Mass., is two miles farther from Frank- 
lin than is Springfield, and it is part and parcel of the 
city of Springfield. The B. & M. Railway now claims that 
there is an undercharge on these several cars of over 
$1,800, and they are endeavoring to collect this from the 
above concern, claiming that as Springfield is an inter- 
mediate point this commodity rate did not apply and 
rate of 84 cents was the correct rate. These shipments 
moved via Tallulah Falls Railway, So. Penn. and N. Y,, 
N. H. & H. to Springfield and B. & M. Railway to Bright- 
wood. We contend that as Springfield is 2 miles nearer 
Franklin than Brightwood, that the carriers cannot legally 
charge more for a shorter than a longer haul via the 
same lines in the same direction. On Nov. 11, 1918, E. H. 
Shaw, T. M. of the So. Railway, at Washington, issued 
a tariff making the rate of 40.8 cents plus 25 per cent 
effective on these goods from Franklin, N. C., to Spring- 
field, Mass. 


Answer: In the first place, it is doubtful whether the 
Pennsylvania Railroad could issue a legal embargo against 
the Boston & Maine for that short haul on shipments of 
goods which were used in the manufacture of material 
for the United States government, but even if the embargo 
was a legal embargo the rate charged was unquestion- 
ably an unreasonable rate. Springfield being an _ inter- 
mediate point between Franklin, N. C., and Brightwood, 
Mass., and the goods being such as are not used generally 
at all points of destination, or purchased at all points of 
origin on the Southern Railway, the tariffs would undoubt- 
edly come within the operation of rule 77 of Tariff Cir- 
cular 18-A, issued by the Interstate Commerce Commission. 


That rule provides that if tariffs containing commodity 
rates applicable from points of origin provided for their 
application from intermediate points not named, it would 
be necessary to post those tariffs at every intermediate 
point, although such shipment might never be made from 
a point not specifically named. If such tariffs did not 
provide for application from intermediate points, they 
would conflict with the amended fourth section of the act 
whenever the class rate or a combination from an inter- 
mediate point exceeded a commodity rate from a more 
distant point. Further, the rule provides that tariffs should 
not contain volumes of unnecessary rates, and it is unde 
sirable to require the posting of large numbers of tariffs 
at points from which no shipments are likely to move. 
It was therefore ordered that carriers might file tariffs 
containing commodity rates applicable from known points 
of origin without making such rates applicable from in- 
termediate points, and that such tariffs should bear on 
the title page the following notation: 

“By authority of rule 77 of Interstate Commerce Com 
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mission Tariff Circular No. 18-A, this tariff (these rates) 
is not (are not) made applicable from (or to) all inter- 
mediate points. Upon reasonable request, therefore, rates 
which will not exceed those in effect from (or to) more 
distant points will, under authority granted by the Inter- 
state Commerce Commission, be established from (or to) 
any intermediate point hereunder upon one day’s notice 
to the Commission and to the public.” 

Furthermore, that rule provides as follows: 

“Ordinarily rates to intermediate points of destination 
not named in the tariff can properly and should be pro- 
vided for by a clause in the tariff authorizing the appli- 
cation of its rates to the intermediate points of destination, 
but in instances where the intermediate application of 
rates is impracticable, or where conflicting rates would 
result therefrom, commodity rates may in the first in- 
stance be established to such intermediate destinations 
not higher than to more distant points on the same line 
or route on like notice as from points of origin, provided 
that no advance is thereby made in any existing rate.” 

Under this provision the rate of 84 cents to Springfield 
became manifestly in conflict with the fourth section of 
the act to regulate commerce, when the embargo became 
effective, and while the consignee of these goods should 
have paid the published tariff rates, and should now pay 
them, yet it is doubtless true that the Interstate Commerce 
Commission upon formal complaint being filed and heard 
would declare the rates as charged to be unreasonable, and 
that the reasonable rate to Springfield would be not in 
excess of 40.8 cents. Furthermore, upon presentation of 
the whole facts to the Commission, it is believed that 
the Commission might well find that the embargo referred 
to was not a proper embargo and that the rate which 
was reasonable to apply from Franklin, N. C., to Bright- 
wood, Mass., was the published tariff rate of 40.8 cents. 
This view is further emphasized by the fact that the 
issuing line has lately published a tariff making a rate 
of 40.8 cents, with the 25 per cent advance added, from 
Franklin, N. C., to Springfield, Mass. 

Up to the time these shipments moved there was in 
effect a rate from Franklin, N. C., to Brightwood, Mass., 
of 40.8 cents, and under the circumstances it is believed 
that the carriers should have transported these goods for 
government use through to the point of destination with- 
out any embargo at the published tariff rate of 40.8 cents. 

After the undercharges as alleged have been paid, the 
company can bring an action asking for reparation down 
to the legal rate of 40.8 cents, and it appears that the 
company is certainly entitled to reparation in the differ- 
ence between the 40.8-cent rate and the 87-cent rate which 
was actually charged. Under the rule just quoted the 
carriers could have published this rate on one day’s 
notice, but it appears that they took several months to 
adjust the matter. The company, as indicated above, 
should pay the charges upon the shipments made in ac- 
cordance with the published tariff rate, as that is the 
duty of the consignee, and no action in reparation can 
be brought without having paid the charges assessed. 


Commodity as Compared with Class Rates. 


Question: We beg to submit for consideration an out- 
line of iron and steel and class rates from Buffalo to 
Williamsport, Philadelphia and Baltimore, from which you 
will note that the iron and steel rates, both carload and 
less than carload, from Buffalo to Williamsport, which 
were in effect from Feb. 1, 1917, until Aug. 1, 1917, and 
the carload iron and steel rates between the same points 
from Aug. 1, 1917, to Dec. 5, 1917, were unreasonable and 
unjust as compared with the class rates between the 
same points and for the same periods. Also, as compared 
with the iron and steel class rates from Buffalo to Phila- 
delphia and Baltimore, from which you will note that the 
class rates between these points were never lower: than 
the iron and steel rates between the same points; in 
fact, the iron and steel class rates being always exactly the 
same. 

In the case, however, of the iron and steel rate, Buf- 
falo to Williamsport, you will perceive that the rates in 
effect from Oct. 10, 1915, to Dec. 5, 1917, were on carload 
.142, less carload .168, while the rates in effect Oct. 1, 
1915, to Feb. 1, 1917, were carload .147, less than earload 
.168. On this latter date the class rates were reduced 
to carload .116, less carload .158, no reduction being made, 
however, at this time in the iron and steel rates. On 
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Aug. 1, 1917, these class rates were increased to carload' 
.135, less carload .18, thus making the less carload class. 
rate considerably more than the less carload iron and 
steel rate, but you will note that, while a considerable 
advance was made in the less carload class rate, only a 
slight advance was made in the carload class rate, and 
which therefore was still less than carload iron and steel 
rate, and which remained so until Dec. 5, 1917, on which. 
date the carload iron and steel rate was reduced to .135,. 
and the less carload iron and steel rate increased to .18,. 
which would make these rates the same as the class rates: 
then in effect, and from that time on until the present. 
these rates have been the same. : 

Now we would ask whether or not we could induce the 
Interstate Commerce Commission to allow us to present 
claim for reparation based on a rate on rough iron forg- 
ings, Buffalo to Williamsport, of .116 carload and .158 
less carload from Feb. 1 to Aug. 1, 1917, and rate of .135 
carload from Aug. 1, 1917, to Dec. 5, 1917, which repre- 
sents the class rates in effect during those periods? 


Answer: Commodity rates are usually, if not in almost. 
every instance, made in order to give to a certain com- 
modity a less rate than would attach to the transportation. 
of that commodity moving under its appropriate class: 
rate. From Buffalo to Philadelphia and Baltimore the: 
iron and steel rates, both carload and less than carload,. 
have always been the same as the class rate, and hence: 
there was no necessity of publishing a commodity rate: 
on these articles between Buffalo and Philadelphia and. 
Baltimore. Iron and steel articles being classified in Offi-- 
cial Classification at a certain rating, they should not 
take a higher rate than pertains to the classification rat- 
ing, and consequently if these iron and _ steel articles: 
shipped from Buffalo to Williamsport were charged a. 
higher rate than pertained to the rating as set out in the: 
classification, the rate paid was beyond question an un- 
reasonable rate. It is doubtful whether any instances can. 
be found in the entire classification where an article is. 
charged for its transportation a higher rate than pertains. 
to the rating which that article is given in the classifica-- 
tion applying to the territory in which it moves. 


The bringing of an action before the Interstate Com- 
merce Commission is a matter of right with any shipper’ 
and the Interstate Commerce Commission does not need. 
to be induced to consider a complaint filed by a shipper,. 
if in proper form. The rates which were charged for the: 
transportation of these iron and steel articles within the: 
periods mentioned were undoubtedly unreasonable rates: 
and the shipper of these articles, if he desires reparation,, 
should file a formal action before the Interstate Commerce 
Commission, alleging that these rates were unreasonable 
and asking for reparation in an amount representing the 
difference between the charges as made and the charges 
which would have been made using the class rate struc- 
ture as the basis. 


Liability of Carrier for Statements of Agent. 


Question: During the months of November and Decem- 
ber, 1917, a Chicago firm shipped a large number of cars 
to the city of B. It was shipper’s intention to move this 
traffic via the X railroad, as that line published a through 
commodity rate. As the plant was not located on the 
tracks of the X railroad, it was customary to use any one 
of three switching lines to reach the tracks of the X 
railroad, although in the main this service was performed 
by the Y railroad, which was a line-haul carrier. At the 
time shipments moved the Y railroad was unable to fur- 
nish cars and the shipper called upon the Z railroad to 
perform switching. The agent of the latter carrier, being 
desirous of securing revenue for his company, suggested 
that the traffic be routed via the Z railroad to a certain 
junction with the X railroad and there turned over to 
the latter road for transportation to destination and stated 
that the rate was the same via this route as via the direct 
line of the X railroad. With this understanding the ship- 
per’s. representative at the plant signed bill of lading,. 
which carried routing instructions: “Z railroad-X rail- 
road.” Subsequently it developed that there was no 
through rate via the route over which the shipments. 
moved, and charges were collected on basis of the sum: 
of the local class rates to and from the intermediate. 
junction points, which resulted in a rate of 50 per cent 
higher than the commodity rate in effect via the X 
railroad. Claim for refund was refused by the carriers, 
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It appears, however, that since these shipments moved 
all rates have been advanced and therefore it is not pos- 
sible for the Z railroad, with a view to informal reparation, 
now to publish via its joint route with the X railroad 
the commodity rate in effect via direct line of the latter 
carrier at time of shipment, and parties are seeking advice 
as to whether or not under such circumstances the in- 
terstate Commerce Commission would grant informal rep- 
aration without requiring publication of such joint through 
rate, it being understood that there will be no further 
movement of the commodity in question via the joint 
route. Inquirer refers to the case of the Terhune Lumber 
Company vs. the Southern Railway as not being in point. 

Answer: It is well settled by the decisions of the Inter- 
state Commerce Commission that, inasmuch as railroad 
tariffs are posted for the convenience of the public, the 
. carrier is not bound by the representations of its agents 
as to rates legally applicable to any certain movement, 
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and consequently the carrier can have no joint responsibil- 
ity with the shipper, in the alleged overcharge. 

Under the circumstances stated, it is the belief of the 
writer that the matter can be best adjusted by filing a 
formal complaint before the Interstate Commerce Commis- 
sion alleging that the rate as charged was an unreasonable 
rate and asking for reparation. The unreasonableness of 
this rate can be shown by comparing it with the through 
commodity rate in effect at that time over the X railroad 
and also by showing the ton and car mile earnings which 
accrued on the charges as made as compared with charges 
for like distances on other lines for the transportation 
of the same or analogous articles. The Interstate Com- 
merce Commission could, it is believed, in a formal com- 
plaint order the carriers to put into effect the rate which 
was in effect at the time the shipment moved over the 
X railroad, to which should be added the advances which 
have been allowed or ordered by the Commission and hy 
the Railroad Administration. 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, published by West Publishing Co., St. Paul, Minn. 
Copyright, 1918, by West Publishing Co.) 


| Loss and Damage Decisions 


CHARGES AND LIENS. 
Liability of Consignor: 

(Sup. Ct. of Wis.) In interstate shipment of potatoes 
under bill of lading containing provisions that charges 
are guaranteed by shipper, that consignee shall pay the 
freight, and, if required, shall pay the same before de- 
livery, consignor is liable for freight charges, and failure 
of carrier to require consignee to pay the same before 
delivery, although depriving carrier of a lien, is no defense. 
—Chicago, I. & L. Ry. Co. vs. Peterson et al., 169 N. W. 
Rep. 558. 

Evidence of Custom: 

(Sup. Ct. of Wis.) To give effect to alleged custom 
requiring consignee to pay freight charges before delivery 
would be to vary the express provisions of bill of lading 
making consignor primarily liable, and evidence of such 
custom is inadmissible.—Chicago, I. & L. Ry. Co. vs. 
Peterson et al., 169 N. E. Rep. 558. 

Contracts: 

(Sup. Ct. of Wis.) The relations between common car- 
riers and shippers are no longer mere matters of contract, 
but are fixed by the laws and rules regulating such in- 
terstate commerce, and partake of the nature of statutory 
obligations.—Chicago, I. & L. Ry. Co. vs. Peterson et al., 
169 N. E. Rep. 558. 

Discrimination: 

(Sup. Ct. of Wis.) To give effect to alleged custom 
among shippers of potatoes and railway companies re- 
quiring consignee to pay freight charges before delivery 
would be to place defendant shippers of potatoes ‘in a 
more favorable position than shippers in the same locality 
in whose favor no such custom existed, contrary to the 
interstate commerce law.—Chicago, I. & L. Ry. Co. vs. 
Peterson et al., 169 N. E. Rep. 558. 


CARRIAGE OF LIVE STOCK. 


Published Rates: 

(Sup. Ct. of Wis.) Under the Carmack amendment io 
the interstate commerce act, the published rates, based 
upon valuation, of interstate carrier, are presumed to be 
equally within knowledge of carrier and shipper, and both 
are bound by them as matter of law.—Bassett vs. Chicazo 
& N. W. Ry. Co., 169 N. W. Rep. 553. 

Carmack Amendment: 

(Sup. Ct. of Wis.) Where a racing mare was shipped 
by rail from Illinois to Wisconsin, the provisions of the 
Carmack amendment to interstate commerce act applied 
thereto.—Bassett vs. Chicago & N. W. Ry. Co., 169 N. W. 
Rep. 553. 

Released Rate: 

(Sup. Ct. of Wis.) Under Carmack amendment of in- 
terstate commerce act, in interstate shipment of racing 
mare, shipper paying alternative rate based on $150 valua- 
tion of mare, the valuation limited the amount the shipper 
could recover for damage to her for any defaults of 
carriers in transport, whether result of ordinary or gross 
negligence, as defined in law of state of suit and destina- 
tion.— Bassett vs. Chicago & N. W. Ry. Co., 169 N. W. 
Rep. 553. 

Connecting Carrier: 

(Sup. Ct. of Wis.) Where racing mare, shipped over 
two railroads, was deprived of proper feed and water, 
mistreatment being partly attributable to first as well as 
to second railroad which handled her, second railroad 
was nevertheless liable for whole damage, the two having 
been joint tortfeasors.—Bassett vs. Chicago & N. W. Ry. 
Co., 169 N. W. Rep. 553. 


Miscellaneous Traffic Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, published by West Publishing Co., St. Paul, Minn. 
Copyright, 1918, by West Publishing Co.) 


REGULATION OF COMMON CARRIERS. 
Interstate Commerce: 
(Kan. City Ct. of App., Mo.) A shipment of cattle from 
a point in Iowa to a point in Missouri constitutes inter- 
state commerce.—State vs. Chicago, M. & St. P. R. R., 206 
S. W. Rep. 419. 


The right of Congress granted by the federal consti- 
tution to regulate all material phases of interstate com- 
merce to the exclusion of all state regulations and pen- 
alties extends to the quarantine of live stock for ship- 
ment or transportation from state to state.—Ibid. 


By act Cong. March 3, 1905, authorizing the Secretary 
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of Agriculture to establish and maintain quarantine dis- 
tricts for live stock, all state regulations on the same 
subject are superseded.—Ibid. 

State Control: 

(Kan. City Ct. of App., Mo.) Where the act of the 
state does not unduly hinder or embarrass interstate com- 
merce, it may lawfully prescribe regulations in relation 
thereto.—State vs. Chicago, M. & St. P. R. R., 206 S. W. 
Rep. 420. 

Quarantine: 

(Kan. City Ct. of App., Mo.) Congress affirmatively and 
exclusively occupied the field of live stock quarantine in 
its relation to interstate shipments of cattle by passing 
act Cong. March 3, 1905, directing the Secretary of Agri- 
culture to take charge of all questions of quarantine, and 
it was not necessary for the secretary to declare a quar- 
antine.—State vs. Chicago, M. & St. P. R. R., 206 S. W. 
Rep. 420. 

Subject of Commerce: 

(Cir. Ct. of App., Ninth Cir.) Dynamite, as a legitimate 
subject of commerce, while in transit to a foreign country, 
may be lawfully brought into any harbor.—City of Seattle 
vs. Lloyds’ Plate Glass Ins. Co., 253 Fed. Rep. 321. 

Port Regulations: 

(Cir. Ct. of App., Ninth Cir.) There is nothing in Rev. 
St. 4278-4280 relating to transportation of nitroglycerin 
in interstate and foreign commerce, which deprives a city 
of power to designate places in its harbor where explosives 
in course of transportation in interstate or foreign com- 
merce shall be handled or kept.—City of Seattle vs. Lloyds’ 
Plate Glass Ins. Co., 253 Fed. Rep. 321. 

Regulation by Congress: 

(Sup. Ct. of N. Dak.) The federal constitution grants 
power to Congress to regulate commerce, and in execut- 
ing this power it may enact such laws and provide such 
regulations as national interest may demand.—Midway 
Co.-Op. Elevator Co. vs. Great Northern Ry. Co., 169 N. W. 
Rep. 494. 

State Regulation: ‘ 

(Sup. Ct. of N. Dak.) The regulations of interstate 
commerce provided by Congress are supreme, and any 
state regulations in conflict therewith, or covering the 
same subject, are superseded thereby.—Midway Co.-Op. 
Elevator Co. vs. Great Northern Ry. Co., 169 N. W. Rep. 
494, 

Power of Congress: 

(Sup. Ct. of N. Dak.) The authority of Congress ex- 
tends to every part of interstate commerce, and to every 
instrumentality or agency by which it is carried on; and 
a full control by Congress over the acts committed to its 
regulation is not to be denied or thwarted by the com- 
mingling of interstate and intrastate operations.—Midway 
Co.-Op. Elevator Co. vs. Great Northern Ry. Co. 169 N. W. 
Rep. 494. 

Interstate Commerce Commission Jurisdiction: 

(Sup. Ct. of N. Dak.) The Interstate Commerce Commis- 
sion has exclusive jurisdiction to determine whether a 
regulation or a practice affecting rates or matters sought 
to be regulated by the interstate commerce act is unjust 
or unreasonable, unjustly discriminatory, preferential, or 
prejudicial; and the courts may not, as an original ques- 
tion, hear complaints and pass upon any of the admin- 
istrative questions which the interstate commerce act has 
invested the Interstate Commerce Commission with power 
to determine.—Midway Co.-Op. Elevator Co. vs. Great 
Northern Ry. Co., 169 N. W. Rep. 494. 

Equipment, Etc.: 

(Sup. Ct. of N. Dak.) The character of equipment which 
a carrier must provide, and allowances which it musi 
make for instrumentalities supplied, and services ren- 
dered, by the shipper, such as lining cars used in trans- 
porting carload shipments of grain in bulk—are problems 
which directly concern rate-making, and are peculiarly 
administrative, on which there should be an appropriate 
inquiry by the Interstate Commerce Commission before 
being submitted to a court.—Midway Co.-Op. Elevator Co. 
vs. Great Northern Ry. Co., 169 N. W. Rep. 494. 

“Without preliminary action by the Interstate Com- 
merce Commission, a state court has no jurisdiction of 
an action by a shipper to recover from an interstate 
carrier sums expended by him (the shipper) in lining 
and coopering cars furnished by the carrier for interstate 
carload shipments of grain in bulk, the applicable duly 
filed interstate rate schedules making no reference to al- 
lowances therefor.”—Ibid. 
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JACKSON (TENN.) FREIGHT RATES 


The Jackson (Tenn.) Association of Commerce, through 
its secretary, A. J. McGehee, has presented a brief set- 
ting forth its claims for a readjustment of freight rates 
for Jackson. Mr. McGehee has been urged to enlist the 
support of other inland cities in his fight. Following is 
the brief directed to the chairman of the Louisville Dis- 
trict Freight Traffic Committee: 


I have submitted to your committee a great number 
of statements of freight rates, both to and from Jackson, 
Tenn., covering all parts of the country with which our 
people do business, and these statements furnish incon- 
testible proof that this city, and in some degree all of 
the interior points of this section, has imposed upon it 
freight rates ranging from 50 to 150 per cent higher than 
from the same point and upon the same goods to Cairo, 
Memphis and other river cities. 

This enormous, penalizing and excessive levy of tariff 
upon us constitutes taxation without representation, with- 
out reason and without recompense. 

We feel that this discrimination is against public policy, 
unjust and cannot be defended by either the owners and 
management of the railroads nor by the United States 
government, which now has them under control. 

It is taxation without representation, because there has 
not been, and is not now, one single person who has 
authority or a voice in the matter of fixing these rates 
who lives in and has his personal fortune invested in 
any of these interior points. 

All railroad managers and large stockholders, whether 
they are conscious of the fact or not, have seemed to 
have in mind the future development and prosperity of 
towns and cities situated on the coast and rivers without 
considering the possibility of the development of the in- 
terior cities; and when this question is presented to 
them we have to combat not only the prejudices, which 
have been instilled into them, but also their own personal 
interest. 

Since the management of the railroads has been taken 
over by the government the same state of affairs exist 
and the interior is still left without representation. 

The Director-General, the regional directors and the 
traffic committees are all men whose personal interest 
is entirely in sympathy with the present schedule of 
freight rates, which gives the favored point a tremendous 
advantage over the interior. 

These committees that have been formed for the pur- 
pose of considering these matters are composed of two 
members, who represent the railroad ownership, or a re- 
versionary interest in the railroad; and one member who 
represents the shippers of the country; but in every case 
this member is selected from the board of trade or traffic 
bureau of the favored cities. 

I am not calling your attention to these facts in order 
to intimate that they are not honest men and cannot by 
some method or other be convinced that it is their duty 
to give honest and serious consideration to this matter, 
but merely to impress upon you the fact that the people 
of the interior have not been consulted in the making of 
these rates, and it has therefore been imposed upon them 
without their consent and without their having a “friend 
at court.” 

It is taxation without reason, because there has not 
been found any sufficient excuse for establishing such a 
discrimination, nor its continuation in the future. 

The owners of the railroads, the directors of traffic, 
the traffic committees, the traffic bureaus of all the cities 
and all the people of these cities admit that there is no 
river competition with rail; so that the old excuse, which 
was given for the present rates to the river points, does 
not now exist, and, as we think, will not ever exist again. 

The excuse, which is now urged by all the points in- 
terested, namely, the boards of trade, the traffic boards, 
the freight agents of the railroads, and the people who 
have their interests invested in the river cities, is that 
if the freight rates should be raised to these points, in 
the effort to bring about an equalization between these 
points and the interior, the river traffic would be imme- 
diately revived. 

It seems to us in the interior that any man who would 
give this as an excuse, or let it in any manner control 
his action in the matter, when he has any authority over 
the question of rates would really be ashamed to admit 








: 

ay 
‘9 
Ni 


28 THE TRAFFIC WORLD 


to himself that he was influenced by any such narrow 
and selfish motive; but to our surphise all of the above- 
mentioned classes of people state openly and above board 
that this is the main and impelling reason why they 
oppose the increase of freight rates to these points. In 
fact, they declare that it is the general policy of the 
railroads to forever prevent the re-establishing of river 
traffic. 

The very statement of this determination is conclusive 
evidence that those who array themselves against us have 
adopted the policy that “might is right” and that they 
intend to maintain this attitude toward us, regardless 
of how much it may violate public policy and the sense 
of justice and fair play. 

We contend that this does not furnish a sufficient rea- 


son for the continuance of this discrimination and, if it. 


did it is wrong, unjust, entirely out of all reason, a 
violation of the constitutional rights of the majority fo 
the people, and should be abandoned at the earliest pos- 
sible moment. 

It is taxation without recompense, because there is no 
possible return or compensation given by the railroads, to 
the people of the interior, resulting from the levying of 
this excessive tax. In fact, every result of this discrimi- 
nation aggravates the wrong imposed on the interior 
people. 

It is an inflexible law, that when a wrong course of 
action is pursued against any people, the result of such 
action, whether intended or not, operates to increase the 
wrong; and in this case the result of the recent increase 
in rates and the imposition of a special government tax 
are exceedingly unfortunate to us. The mere statement 
of facts will impress upon you the injustice of the present 
schedule of rates. 

The recent raise of freight rates of 25 per cent on 
the dollar resulted in a very much greater increase of 
high rates to the interior than it did the low rate to 
the river points; for illustration: Supposing the rate to 
the river point to be 50 cents per hundred, the increase 
made it 621% cents per hundred, and the rate to the in- 
terior point, already, without any reasonable excuse, be- 
ing $1 per hundred, is now $1.25 per hundred. 

We insist that this rate should have been a certain 
per cent on the weight of the freight, instead of on the 
amount of the freight bill. 

The same applies to the 3 per cent on the dollar special 
government tax, which has resulted in the interior paying 
6 per cent as special tax where the favored point pays 
only 3 per cent. Not only are the people of the interior 
made to suffer the loss of their money as compared with 
their more fortunate neighbor, by the 25 per cent col- 
lateral raise of rates and special taxes, but in the whole 
scale of operation of the railroads an enormous tax is 
imposed upon the interior people, without any recompense 
to them, and for the avowed purpose of giving more and 
more advantage to the favored locations. 

This is demonstrated by the fact that in the coast cities 
and other points, where business competition or other 
reasons are given for low freight rates, the railroads have 
been compelled to build and maintain large and expensive 
terminals, for the convenience and comfort of*the people 
of those places, and to operate these terminals free of cost. 

The building and free operation of these terminals adds 
enormously to the amount of capital invested and out- 
of-pocket expenses of railroad traffic, and must be charged 
to the main-line haul and imposed upon the business done 
by the people of the interior. 

This alone, we think, if figured correctly by any rail- 
road system, would develop a startling taxation without 
recompense, levied upon the business of the interior. 


Yet, another very serious and unreasonable imposition 
of taxation without recompense results from the fact that 
the people of the river points are continually clamoring 
for the government to spend millions of dollars annually 
upon the rivers to insure them river transportation, yet 
at the same time they hold the big stick of threatened 
river transportation over the railroads to keep the freight 
rates so low that river traffic cannot be revived, and thus 
the government is being wheedled into pursuing a policy 
that robs the interior people of their hard-earned dollars, 
already overtaxed, and gives it without reason and with- 
out practical results to the people of the river cities. 

If I have stated anything in this letter that is not true, 
please correct me. If I have stated the matter in any 


Vol. XXIII, No, 1 


way that is unfair to the railroads or the favored points, 
please ca'l my attention to it. 

Assuming that your committée is an official government 
agency with power to act, we most earnestly urge you 
to make such a reduction of the freight rates to Jackson 
as will relieve us of the unjust burden of taxation, fro: 
which we get no benefit, and that you raise the rates ‘o 
the river points till they are equalized with the interior, 
so that the people of the river points will be compelled 
to pay their just proportion of the 25 per cent collateral 
raise in rates, the 3 per cent special government tax, the 
cost of the magnificent and expensive terminals and their 
free service, and the millions of dollars that they induce 
the government to spend on the rivers for their speci:l 
benefit. 

Unless the government makes this just equalization of 
the burdens of all the people, we will appeal to the people 
of the interior to wake up and by some effective means 
throw off this yoke of taxation without representation, 
without reason and without recompense. 

We will appreciate your early statement to us of the 
authority your committee has in this matter and the 
course which you intend to pursue. 


CLAYTON LAW OPERATIVE JAN. 1 


The Trafic World Washington Bureau. 

Unless Congress again passes a joint resolution postpon- 
ing its operative date, the tenth section of the Clayton law 
will have to be enforced by the Commission during 1919— 
if it can find railroad officers doing what is loosely called 
“inside dealing.” By its terms the section is operative 
from the first day of 1919. It was passed October 15, 1914, 
to become effective two years from that day. In March, 
1917, the date was postponed to January 8, 1918, and on 
January 12, 1918, it was again postponed to January 1, 1919. 
For four days after the government took charge of the 
railroads, the law was in effect. 

Th Commission nearly three years ago drew up rules for 
its enforcement. The railroads, however, persuaded Con- 
gress to postpone the day when the Pennsylvania Railroad 
Company might not sell engines and other equipment in ex- 
cess of $50,000 a year to a subsidiary unless the tender of 
its locomotive department was more favorable to the sub- 
sidiary than the bid or bids of outside locomotive builders. 
As to which would be “most favorable bid’ would have to 
be ascertained under rules prescribed by the Commission. 

At the time this was written there was no bill or joint 
resolution before the judiciary committee of either branch 
of Congress further postponing the operative date. That, 
however, does not mean that no effort will be made in that 
direction, because a year ago Congress did not think of 
acting until after that part of the Clayton law was in effect. 

In the event no action is taken, one of the first things 
the Commission will have to determine is whether, while 
the railroads are in the hands of the government the law 
can have any effect. One of the statements made a year 
ago was that railroad officials and employes having inter- 
est in supply companies were selling their holdings so as 
to leave the law without anything to operate on, except as 
to dealings between patent and subsidiary companies, 
which, however, in the eyes of the officials of big ‘systems, 
is the only phase of importance in the whole matter. 

As the hearing held by the Commission when it desired 
information on which to base rules for conducting the com- 
petitive bidding, it was pointed out that the law affords 
an opportunity for blackmailing stock-jobbing operations by 
throwing the transactions between a parent and subsidiary 
company open to outside influences. Concretely, it was 
pointed out that in every transaction or series of transac- 
tions involving $50,000 or more per annum. between the 
Pennsylvania and any one of its subsidiaries, the New York 
Central or any other competing or connecting system could 
use a locomotive company to force the Pennsylvania Rail- 
road Company to lose money on the work of its shops at Al- 
toona or compel it to buy locomotives from the outside com- 
panies, dissipate its new construction organization, and 
then be compelled to-pay for engines when it most needed 
them, whatever price the locomotive company or companies 
might agree to make it pay. The same kind of tactics could 
be used by a powerful group of financiers, working in the 
interest of a competing or connecting system, when one 
of the subsidiaries needed financing. Alfred P. Thom ‘said 
the law was an invitation to such enterprises, with no per- 
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manent good to be accomplished, so far as the relations be- 
tween parent and subsidiary companies are concerned, but 
with the possibility of much harm. He expressed the opin- 
ion that the law was an invitation to break up efficient 
systems, under pretense that the parent company was 
charging the subsidiary too much for whatever of supplies 
or financial help it might be furnishing. 

While the government is operating the roads, there is a 
question as to whether there are transactions between 
companies. That is to say, it is a question whether the 
Altoona locomotive works of the Pennsylvania is really 
operating as the Pennsylvania or as a part of the unified 
railroad system under government control. For bookkeep- 
ing purposes, of course, there must be a record. It is sub- 
mitted, however, that the transactions between the Penn- 
sylvania company and its subsidiaries are only for record 
purposes, because the parent company, in many instances, 
owns all the stock, except qualifying shares, of the sub- 
sidiary, and the qualifying shares are held by officers or 
employes of the Pennsylvania, for that purpose and none 
other. 

The record would have to be brought down to date by 
some kind of hearing. The Commission would have to find 
out exactly what is the status, just as it had to hold a 
hearing last summer to determine whether the act to regu- 
late commerce applies to acts of the Director-General. 

The section, exclusive of the parts prescribing penalties, 
is as follows: 


( 

Sec. 10. That after two years from the approval of this Act 
no common carrier engaged in commerce shall have any deal- 
ings in securities, supplies or other articles of commerce, or 
shall make or have any contracts for construction or mainte- 
nance of any kind, to the amount of more than $50,000, in the 
aggregate, in any one year, with another corporation, firm, 
partnership or association when the said common carrier shall 
have upon its board of directors or as its president, manager 
or as its purchasing or selling officer, or agent in the particular 
transaction, any person who is at the same time a director, 
manager, or purchasing or selling officer of, or who has any 
substantial interest in, such other corporation, firm, partner- 
ship or association, unless and except such purchases shall be 
made from, or such dealings shall be with, the bidder whose 
bid is the most favorable to such common carrier, to be ascer- 
tained by competitive bidding under regulations to be prescribed 
by rule or otherwise by the Interstate Commerce Commission. 
No bid shall be received unless the name and address of the 
bidder or the names and addresses of the officers, directors 
and general managers thereof, if the bidder be a corporation, 
or of the members, if it be a partnership, or firm, be given 
with the bid. 

Every such common carrier having any such transactions or 
making any such purchases shall within thirty days after mak- 
ing the same file with the Interstate Commerce Commission a 
full and detailed statement of the transaction, showing the 
manner of the competitive bidding, who were the bidders, and 
the names and addresses of the directors and officers of the 
corporations and the members of the firm or partnership 
bidding; and whenever the said Commission shall, after investi- 
gation or hearing, have reyson to believe that the law has been 
violated in and about the said purchases or transactions it 
shall transmit all papers and documents and its own views or 
findings regarding the transaction to the attorney general. 


JOINT RATES WITH ELECTRICS 


The Trafic World Washington Burcau. 


Chief Examiner Thurtell December 28 conducted a re- 
hearing on No. 98887, St. Louis Electric Terminal et al. 
vs. C., C., C. & St. L. et al., in which he had written a 
tentative report suggesting to the Commission that it re- 
quire the New York Central and other carriers to enter 
into through route and joint rate arrangements with the 
electric lines from stations near Springfield and Peoria, 
lil., to eastern destinations, because the stations in ques- 
tion, between Lincoln and Mackinaw, are without such 
rates to the east. They are not on steam lines. 

The complaining road is one of the lines in the Illinois 
Traction System, also known as the McKinley system. 
Grain is the chief commodity involved and, inasmuch as 
over 2,000 cars were handled by the traction company in 
1917, the tonnage is not inconsiderable. 

This rehearing was had on the request of the Director- 
General. D. P. Connell appeared for the steam roads and 
James A. Knowlton for the traction company. The con- 
tention of the steam lines, in effect, was that, while joint 
rates might be for the convenience of: some shippers, there 
is no necessity for them because, in the first place, the 
Steam lines serve practically every station in the territory 
of the traction lines, and, in the second place, if they do 
not, the joint rate arrangements between the Wabash 
and Alton on the eastern edge of the territory served by 
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the traction system and the reshipping rates of the Big 
Four at Peoria give the shippers on the traction lines 
access to the eastern markets. 

The traction people frankly avowed that one of their 
reasons for desiring joint, reshipping or proportional rates 
via Decatur, Champaign or Danville is their desire to 
increase their earnings out of the grain they handle. At 
present, while there are specifics to Chicago via the trac- 
tion lines and the Wabash, the former have to shrink 
their share of them to a point much lower than the locals 
applicable over the rails on which the specifics apply. 

“We want direct connections with the Big Four,” said 
Mr. Knowlton, “so that we can obtain our locals or even 
more as our part of the joint rates. We cannot obtain 
our locals on specifics in which there is an intermediate 
earrier. At present there are only three elevators on 
our lines that are able to ship to the east on combinations 
as low or lower than the joint through rates. There are 
about thirty that must pay from one-half to two and a 
half cents higher.” 

The witnesses put on the stand were L. P. Hickman for 
the New York Central and J. W. Clark for the Big Four. 
The latter admitted, in answer to a question by Mr. Thur- 
tell, that it is the policy of the Big Four to make no joint 
rates with electric lines. He said that if the policy were 
changed, the Big Four would have to be prorating with 
traction lines paralleling the Big Four tracks throughout 
Ohio, Indiana and Illinois. 

“They would take traffic from one of our stations, haul 
it a short distance and then turn it over to us, thereby 
reducing cur revenue,” said Mr. Clark. “They would not 
bring us any business we cannot obtain for our own rails 
without help from them. The three so-called interchange 
connections were made to enable the traction company 
to haul material for the construction of its lines over our 
rails. They were not made with a view to an interchange 
of traffic.” 

Financial irresponsibility and lack of equipment to in- 
terchange with the steam roads, he said, are also reasons 
for declining to make through route and joint rate ar- 
rangements with electric lines. The Illinois Traction Sys- 
tem keeps its equipment on its own rails, Mr. Knowlton 
said, because it cannot afford to have it go to the Atlantic 
seaboard. It prefers to transfer grain rather than allow 
its freight cars to go off its rails. Sometimes, however, 
it is forced to allow a freight car to get away. 


TO GUARD AGAINST FOOD LOSSES 


To prevent a repetition this year of heavy spoilages of 
dressed poultry that have occurred in previous seasons be- 
cause shippers did not precool properly before sending off 
their products, specialists of the Bureau of Chemistry, 
United States Department of Agriculture, urge greater 
care than ever before. They warn that, with the strain 
of traffic on the railroads, heavy losses of foodstuffs are 
likely unless measures are taken against them and that 
shippers should view the additional care necessary to 
prevent waste and decay as an insurance as well as a duty. 

Here are some suggestions resulting from investigations. 
by the Bureau of Chemistry in handling and transporting 
dressed poultry: 

1. Be sure the chicken’s crop is empty before killing. 
“Croppy” birds “green” easily. 

2. Begin the cooling just as soon as the feathers are off, 
whether it is done in iced water or in cold air. Don’t let 
the birds pile up in the picking room waiting for a con- 
venient moment to transfer to the chill room or the ice 
tank. 

3. If you ice pack, quick cooling is very essential. The 
old idea that animal heat must come out slowly is all 
wrong. Quick cooling—the quicker the better—gives best 
results. In the first cooling tanks, the birds should be 
left for 12 holirs. Have the water inlet at the bottom of 
the tank and let the water flow constantly. If the water 
comes in from the top only, the birds in the upper part of 
the tank are cooled quickly, whereas those at the bottom 
are cooled so slowly that they are likely to become green- 
struck. After taking the birds out of the first tank, place 
them, backs up, in a layer over the bottom of the ice tank. 
Cover them completely with crushed ice, and continue this 
procedure until the tank is filled. Pack out just before 
shipping. Puta layer of crushed ice in the barrel and then 
a layer of poultry, and thus alternate layers of ice and 
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poultry until the barrel is filled, allowing space for an 
ample header. 

4. If you dry cool, and that’s what you should be doing, 
because dry cooled poultry keeps better than water cooled, 
have your chill room between 28 deg. and 35 deg. F. It 
will take about 24 hours to bring the birds down to the 
temperature of the room. Poultry flesh will not freeze 
until below 28 deg. F. If you take more than 24 hours 
to get the temperature down below 35 deg., you are losing 
some of the resistance to decay that every pound of 
shipped poultry is entitled to start out with. 

5. Don’t hold poultry for shipment one day longer than 
you must, unless you have a quick freezer available. Un- 
due holding is especially hard on wet cooled poultry. This 
should never be held more than two or three days before 
shipping. Dry cooled poultry can be held a week if the 
chill room temperatures never go much above 32 deg. F. 


Early Packing Saves. 


6. As soon as the poultry is chilled pack it in boxes, 
kegs or barrels. Don’t let it stand for days waiting until 
you get the whole shipment. By doing so you will have 
an unnecessary amount of loss by shrinkage. The loss is 
almost nothing when the birds are tightly packed in good 
packages. 

7. Don’t put fresh killed poultry into the chill room with 
birds that are chilled until the latter are packed. It is 
better to have two chill rooms, to be used alternately, or 
to keep one for a packing room. However, if you have 


“put one chill room, boxed or barreled birds will suffer but 


little from incoming warm stock. Unpacked birds will 
often be so warmed that they lose quality. 

8. Long holding is apt to result in a growth of mold 
unless the room is kept below 35 deg. F. and unless it is 
very clean. It is a good plan to disinfect the chill room 
at the beginning of the season. This can be accomplished 
in the following manner: Brush and wipe the walls and 
ceiling to remove dust. Then disinfect by means of potas- 
sium permanganate and formaldehyde solution (formalin). 
For each 1,000 cubic feet use 12 ounces formaldehyde (40 
per cent strength) and 6% ounces potassium permanganate. 
Place permanganate in dish or large earthenware vessel 
and pour formaldehyde on quickly and depart instantly. 
The fumes are very irritating to eyes and throat. Use 
separate vessel for each 1,000 cubic feet. Close all open- 
ings and cracks in room. Leave room closed for at least 
24 hours, then enter cautiously. Air thoroughly, using a 
fan. If the odor of formalin persists after room has been 
aired spray lightly with aqua ammonia. 


TRAFFIC COMMITTEE CIRCULAR 


The Eastern Freight Traffic Committee, B. Campbell, 
chairman, in Circular No. 144, dated Dec. 20, 1918, cancel- 
ing circulars 69 and 71, sends the following notice: 


“Pursuant to authority of the United States Railroad 
Administration as issued by Edward Chambers, director, 
Division of Traffic, and Charles A. Prouty, director, Divi- 
sion of Public Service and Accounting, the following is 
announced for the information and guidance of the general 
public, territorial and district committees and freight 
traffic officers of railroads in eastern territory under fed- 
eral control: 

“All applications for changes in freight rates, charges, 
rules, regulations, privileges, allowances or practices that 
are subject to tariff publication by carriers under federal 
control must be passed upon by one of the committees, on 
which the shipping public is represented. 

“Shippers should present their rate problems to the 
freight traffic officers of the carriers serving them, or to 
the committee having jurisdiction located in their vicinity. 
If the committee first receiving shipper’s request is not 
the one to act upon same, such request should be trans- 
mitted to the proper committee and shipper so advised. 

“The work of the district committees is not necessarily 
confined to questions arising within their district, but 
may include the consideration of any and all matters 
presented to them by shippers, by freight traffic officers 
of carriers (whether or not under federal control), or 
which such committees may initiate. 

“It is desired that freight traffic officers of all carriers 
under federal control shall co-operate with the committees 
to the fullest extent; they should confer freely with the 
shippers upon all requests for changes in rates, etc., in- 
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vestigate such requests and forward same to the proper 
committee, with report of their investigations and ex- 
pression of their views. They should also advise the 
territorial or district committees of changes in rates or 
practices which they believe will be helpful to the carriers 
as a whole and would also be in the public interest.” 

J. M. Belleville has succeeded G. M. Freer as a shipper 
member of the Eastern Committee. 


SAILING DAY PLAN 


R. D. Sangster, transportation commissioner of the 
Chamber of Commerce of Kansas City, has written the 
following letter to Regional Directors Bush, Holden and 
Aishton: 

“Now that the war is over and the stress of diminished 
car supply is largely a thing of the past, the council of 
the department of traffic of the Kansas City Chamber of 
Commerce has given careful consideration to the sailing 
day plan for L. C. L. merchandise from Kansas City to 
points in various states, with particular respect to the 
limited sailing dates on which merchandise under the 
present plan, is received by the railroads for loading and 
forwarding from Kansas City. 

“We have no objections to the continuation of the sail- 
ing day plan, in so far as it controls the movement of 
freight via specific railroad or railroads to common or 
junction points. 

“We do, however, object seriously to, and hereby protest 
against, the continuation of the sailing day plan under 
which shipments are received for forwarding on two or 
three days per week. 

“We ask that the whole plan in this respect be aboil- 
ished at once, and that freight be received by railroads 
under their common-law liability, every day when freight 
houses are open, regardless of whether destination point 
is local or common. 

“The limiting of the receipt of freight on specific dates 
is, in our opinion, highly discriminatory against Kansas 
City shippers, and has been all along, as compared with 
the receipt and shipping of freight to same destination 
territory, when originating at points on and east of the 
Mississippi River, in that no plan has been effective from 
the latter. 

“We believe that the plan is a mistake from a railroad 
operating standpoint. Outbound roads from Kansas City 
receive freight daily from their connecting lines, on 
freight transferred from one line to another at Kansas 
City. If the freight is not transferred but moves under 
break-bulk cars from the Mississippi River and east where 
the bulk breaks at a point west of the Missouri River, and 
no handling here is incurred, the discrimination comes 
in by virtue of the local handling of freight daily on the 
railroad division upon which the break-bulk point is sit- 
uated, and the freight is peddled out to other points more 
or less of which are, under present conditions, subjected 
to limited shipping days from Kansas City. 

“Experiences at Kansas City of large shippers of L. C. 
L. merchandise, under the limited shipping day plan, has 
been very unsatisfactory. They have been required to 
hold freight in their warehouses and ship under the card 
on certain days, and when the freight is offered on other 
than shipping days it is turned back, with consequent 
confusion and waste of short-haul efficiency. 

“We have no objection to the carriers obtaining fair 
tonnage for L. C. L. merchandise cars and to hold the 
cars over a day, when it is necessary, to secure reason- 
able tonnage, but we insist that the carriers receive the 
freight from the shipper every day. 

“The manner in which way cars, which peddle out from 
station to station, have been loaded up with merchandise 
from Kansas City has resulted in slowing down of de- 
livery by virtue of larger amounts of freight consigned 
to a single local station than the train crew is willing ‘to 
unload, resulting in the car being set out, and this leads 
to checking out of the freight at local points by draymen, 
with the result that ultimate delivery is badly delayed, 
with a great increase in the number of loss and damage 
claims, and with general dissatisfaction. It is not the 
sort of service to which the public is entitled and should 
receive at the hands of the railroads. 

“We believe that in this western territory, where there 
is a big empty car movement in the direction of return 
carload loading, it is a shortsighted policy to handle mer- 
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chandise in this manner for the mere sake of increased 
tonnage per car, and that it is costing the public and 
the railroads, in the matter of delays and loss and dam- 
age claims, much more money than the movement of 
merchandise in smaller tonnage per car, and with more 
frequency. 

“We therefore desire to go on record, vigorously pro- 
testing a continuation of the sailing day plan, which limits 
the receipt and shipment of merchandise in any manner 
whatsoever, and ask that it be abolished at Kansas City 
promptly. 

“The general movement of L. C L. merchandise from 
Kansas City should be greatly improved, and it is the 
purpose of this letter to request that a general speeding 
up of this movement be brought about and the situation 
re-established on the general basis existing previous to 
the war, having in view the present improved car supply 
and transportation facilities.” 


FOREIGN LINE REPRESENTATION 


R. D. Sangster, transportation commissioner of the Kan- 
sas City Chamber of Commerce, has written as follows to 
Cc. A. Prouty, Director, Public Service and Accounting, 
United States Railroad Administration: 

“Now that the war is over, the question of service ‘to 
the shipping public is a very pressing one; no more 
pressing than it has been all along, but the exigencies of 
the war, and the relation of the transportation system 
thereto, has restrained us heretofore in remonstrating 
very vigorously, notwithstanding the service has been shot 
to pieces. 

“We now respectfully suggest, and insistently urge, that 
the Railroad Administration take prompt steps toward 
the re-establishment of foreign line offices, which will 
adequately take care of the shipping public, so far as 
transportation on foreign lines is concerned, not only in 
the matter of diversions, but in the location of cars, the 
giving of passing reports, tracing when necessary, the 
proper quotation of rates, information as to routing and 
terminal deliveries, embargoes, etc. 

“A number of initial lines’ representatives in this city, 
to whom have been assigned foreign lines, have not even 
as yet a file of tariffs on hand of the lines so assigned 
and are not in position to give any information of any 
sort with respect to rates, etc. 

“The Western Freight Traffic Committee and the dis- 
trict freight traffic committees, under its jurisdiction, have 
recently been formulating a plan for publication, I believe, 
for application generally throughout western territory, built 
along the lines of the Kansas City plan, namely, of simply 
designating the representatives of initial lines to take 
care of the foreign lines which previously had repre- 
sentation at the various points. In our opinion, this plan 
is a failure and cannot be worked to any good for ,the 
shipping public. 

“If the off-line representation is not to be reinstated as 
it was prior to Jan. 1, 1918, with offices equipped to take 
care of the business, then we helieve that bureaus shouid 
be established, during the period of federal control, sep- 
arate and apart from the initial lines in Kansas City, 
one for eastern territory, lines east of the Indiana-Illinois 
state line and north of the Ohio and Potomac rivers, 
one for the southeastern and Mississippi Valley lines, 
another for the southwest lines, and one for the north- 
west, including perhaps Pacific coast and intermountain 
territory; and that these service bureaus be adequately 
manned with a personnel truly representative of the 
railroads in the several regions and who are familiar 
with actual conditions on those lines, which simply means 
taking men who are directly attached to the several lines 
in the several territories, and a sufficient number of them, 
to insure intelligent and efficient service; that such bu- 
reaus be equipped adequately with tariffs and all informa- 
tion, in order to serve the public intelligently in the above 
respects. 

“We feel that this is the least that the Railroad Ad- 
ministration should do at this time and under present 
circumstances and conditions. 

“It should be remembered that these bureaus, when 
established in Kansas City, will not only serve this com- 
munity, in itself of considerable importance, but that a 
considerable territory might and, of course, properly should 
be assigned to such bureaus, and that the shipping public 
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in all this territory would have a resident organization 
that would be in a much greater measure able and avail- 
able to perform the services toward the shipping public 
which the public is entitled to. 

“What is above said refers solely and alone to foreign 


lines serving distant regions. The offices of initial Kan- 
sas City lines should be kept intact and be individually 
operated, as the volume and character of the service they 
render is such as to make their consolidation wholly out 
of the question. Their forces, if anything, should be 
enlarged to keep more closely in touch with the greater 
number of local patrons who must necessarily depend 
upon them, not only for information enumerated above, 
but of greater variety and extent. 

“Will you kindly take this question under advisement at 
the earliest possible date and let us know at your early 
convenience what action will be taken?” 


RAIL AND WATER COMPETITION 


(From the Kansas Citian) 


Director-General McAdoo suggests federal control be 
extended for five years, and states that the Presi- 
dent indorses his suggestion. It appears that a press 
dispatch from Washington, reprinted in certain newspa- 
pers, indicates that commercial and business men’s or- 
ganizations have indorsed Mr. McAdoo’s suggestion, in- 
cluding Kansas City, St. Louis, New Orleans, Memphis, 
Cincinnati and Chicago. This chamber has taken no ac- 
tion on the suggestion, and the only communication to 
Mr. McAdoo was a protest by wire which was sent Decem- 
ber 14, against the rumored discontinuance of government 
contracts for the building of river craft, to operate on 
inland waterways. 

The National Industrial Traffic League, the most repre- 
sentative organization of traffic representatives of the 
shipping public in the country, has gone on record une- 
quivocally opposing government ownership or operation 
and, while none of the commercial organizations at the 
above named points have gone on record individually, so’ 
far as is known, there is no doubt that the sentiment 
expressed by the League correctly reflects the local view- 
point of business men. 

Certainly there is no reason why the waterways could 
not be developed and operated in conjunction with rail- 
roads, with the latter under private ownership and opera- 
tion, and the policy of Congress, in recent years, has been 
by legislation through amendment of the commerce act, 10 
bring this very condition about, and secure proper co- 
ordination of rail and water transportation. 


RAIL-RIVER-AND-OCEAN RATES. 


“It is reasonable to suppose,” says A. W. Mackie, man- 
ager of the Mississippi section of the Mississippi-Warrior 
Waterways, “that, now that joint rail-and-water rates have 
been established, joint river-and-ocean rates will follow, 
having the effect of creating joint rail-river-and-ocean 
rates, which will tend to divert the shipments of immense 
tonnage of Mississippi Valley products which now move 
east and west by rail to New York and thence abroad. 

“All this tonnage will naturally pass through St. Louis 
and naturally will pay its tribute to this city. I think it 
is a safe prediction to say that soon the river at St. 
Louis will be lined with warehouses, the distributing point 
of many large industries of the middle west.” 


CANCELLATION OF EXCEPTIONS 


F. O. Johnson, traffic manager of the Erie Forge Com: 
pany, writes as follows to the Buffalo District Freight 
Traffic Committee: 

“It has just been brought to our attention that the 
United States Railroad Administration has instructed the 
general and district freight traffic committees to give 
consideration to the commodities now moving under ex- 
cetpions to the classification and make recommendations 
as to the commodities which should be taken care of 
by commodity rates, it being understood that other com- 
modities now covered by exceptions will be restored to 
classification basis. 

“We urgently request that no change be made in so far 
as to ratings on iron and steel articles are concerned 
without a full hearing on the subject. 
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“The writer being cognizant of the trouble which en- 
sued about three years ago, when the Commission al- 
lowed the carriers in Associated Railway’s territory to 
cancel note 4 in Southern Classification, they (the car- 
riers) promising to bring up specific commodity rates in 
every case where there was any considerable movement, 
and I understand that to date all of these commodities 
have not been taken care of. As the question of clerical 
help is no better, but worse, than at that time, I fear 
that if the Railroad Administration attempts to cancel 
these exceptions at this time and, where necessary, pub- 
lish specific commodity rates, that the tariff work involved 
would be so stupendous that it could not be accomplished 
in any reasonable time. 

“While we are not wedded to the idea of publishing 
exceptions to classification instead of specific commodity 
rates, still at this time we consider this a very economical 
method of handling the question, as we think that we 
have now far too many tariffs containing ‘paper’ rates, 
which is made necessary in order to comply with section 
four of the act to regulate commerce. 

“These exceptions were put in by the carrier after 
thorough investigation and discussion and we cannot see 
now, when the entire business of the country is under- 
going revolutionary changes, brought about by the end- 
ing of the war, that this method of publishing rates 
which has been in effect since the early days of railroad 
operation, should be abandoned and in nearly all cases 
the public called upon to pay still higher freight charges. 
‘There is a number of industries in this country that have 
been built up and flourished under ratings published in 
the exceptions to the classifications, and we cannot see 
why they should be penalized merely for the sake of 
uniformity. 

“Please advise us if you propose to hold any hearings 
in regard to this matter, in order that we may be preesnt 
and more fully give our side of the question.” 


WASHINGTON CHRISTMAS TRAVEL 


The Trafic World Washington Bureau. 


Director-General McAdoo December 28 authorized the 
following: 

“Complete reports covering the Washington Christmas 
travel for the period December 16 to 24, inclusive, show 
the number of passengers handled was at least one-third 
more than a year ago. It was by far the largest passenger 
traffic for any period in the history of the city. It will no 
doubt be many years before the railroads are called upon 
to handle anything like the same volume of traffic at this 
point. Passengers were induced by advertisements to buy. 
their tickets and engage their accommodations well in ad- 
vance and careful estimates were made of the probable 
travel and ample equipment to take care of it was pro- 
wided. The make-up of extra trains was planned so ihat 
the work and confusion in the railroad yards, usually at- 
tendant upon heavy travel, was reduced to a minimum, 
The manner in which this enormous travel was taken care 
of was in marked contrast to a year ago. While some 
trains were late, as a rule they were operated on schedule 
time and there was a complete lack of the confusion in the 
depots, ticket and baggage offices that has been noted in 
the past. There was little or no congestion in the handling 
of mail or express. 

“There were a total of 111,369 tickets sold in Washing- 
ton for the period named and the revenue was $731,998.23. 
The total number of persons arriving at Washington Union 
Station was 256,555, the total number departing was 335,- 
000, the number of passengers going through Washington 
was 223,631, the number stopping off in Washington for the 
holidays was 32,924, the net exodus from Washington proper 
was 78,445, many of whom were war workers who will 
probably not return. The number of pieces of baggage 
handled was 69,030 and the number of parcels handled in 
the parcel room 27,780, an increase of 50 per cent over a 
year ago. The number of meals served at the restaurant 
was one-third larger than a year ago. 

“To handle this large volume of traffic there were oper- 
ated out of Washington 2,055 sleeping cars and 3,905 pas- 
senger coaches, being an increase over a year ago of 686 
sleeping cars and 869 coaches. The sleeping cars if placed 
end to end would reach 30 miles, It is estimated that 60,- 


000 people were furnished accommodations in these cars. 
The sleeping car laundry work is done in Washington. 
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There were required 287,700 pillow slips, 493,200 towels, 
369,900 sheets; each sleeping car was equipped with six 
white coats for the porters, or a total of 12,330. Owing to 
careful preparation, practically everyone who applied for 
sleeping car accommodations was accommodated. Extra 
baggage transfer forces were provided and Christmas Day 
there was no delayed baggage left over in the station, as 
has generally been the case. 


“The smoothness and lack of confusion with which the 
business was conducted this year is due to the fact that it 
was all directed by one authority which co-ordinated the 
work of all the departments of all the roads. Complete 
information was obtainable and there was no change in 
the original plans, which is always the case where a large 
number of roads and officials are working independently of 
each other, considering the interests and needs of their 
own traffic rather than that of the entire volume of travel. 

“Such adequate co-operation and co-ordination would 
have been impossible under diversified control.” 


PROPOSED ICING CHARGES 


The Trafic World Washington Bureau. 


In fifteenth section application No. 6981, Eugene Morris 
seeks to establish icing and reicing charges—$5 for ice and 
75 cents per 100 pounds at Cairo and Mounds, IIl.; $4.50 
ice and 75 cents salt at Cincinnati, Evansville, Jefferson- 
ville, New Aibany, Covington, Henderson, Latonia, Louis- 
ville, Ludlow, Newport, Owensboro, Paducah, Joppa, Metrop- 
olis, Hagerstown, Shenandoah Junction, Potomac Yards 
and Strasburg; $4 ice and no charge for salt at all other 
points in Official Classification territory on and east of the 
Mississippi River and on and north of the Ohio and the 
Potomac. 


MAY MODIFY TEXAS ICING RULE. 


A. C. Johnson, chairman of the Western Freight Traffic 
Committee, advises that instructions have been issued to 
the chairman of the Dallas District Committee, Dallas, 
Tex., to docket for consideration in his territory the 
question of modifying the rule now in effect from Texas 
shipping territory, that fruits and vegetables shipped with- 
out ice, but which afterward are iced in transit, will be 
subject to the same rate for icing as though the shipments 
were iced at point of origin. 


CHANGES INCREASED PAY ORDER 


The Trafic Werld Washington Bureau. 


By means of Supplement 13 to General Order 27, Di- 
rector-General McAdoo makes an effort to establish wages 
and rules and rates for payment for work on holidays and 
Sundays and overtime, of telegraph and telephone oper- 
ators, other than switchboard operators, agents, agent 
telegraphers, agent telephoners, towermen, levermen, tower 
and train directors, block operators and staffmen. 


This supplement supersedes supplements No. 10 and 11, 
to which telegraph operators objected. The new rates of 
pay are retroactive to October 1. The rate for holidays 
and overtime is time and a half. His object in giving time 
and a half is to prevent overtime, Sunday and holiday 
work that is not really necessary. 


MINIMUM CHARGE UNDER G. O. 28. 


Chairman Johnson of the Western Freight Traffic Com- 
mittee, in Supplement No. 3 to reprint of Circular No. 3, 
has sent the following explanatory rules in connection with 
the application of rates under general order No. 28 of 
Director-General to freight traffic officers, railroads under 
federal control, western territory: 

“Please refer to provision in Supplement No. 1 to re- 
print of Circular No. 3 for minimum carload charge and 
be advised that the minimum charge of $15 should be 
applied to movement of each unit of railroad equipment 
moving on own wheels, but that in case of combination 
of separately published factors to make the through charge 
on such shipment the required minimum $15 per unit is 
to be applied to the total charge made by such combina- 
tion and not to the separate factors.” 
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Personal Notes 


William A. ‘Patton, assistant to~the president of the 
pennsylvania Railroad Company, and president of the New 
york, Philadelphia & Norfolk Railroad Company, has re- 
tired from the active service of the Pennsylvania Railroad 
System, under the provisions of the pension plan. He had, 
Dec. 31, 1918, completed 53 years and 11 months of con- 
tinuous employment. 

George Stephen, formerly freight traffic manager for 
the western lines: of the Canadian Northern Railway, is 
io be freight traffic manager of the entire system, with 
ofice at Toronto. George H. Shaw, formerly general traf- 
fc manager, has resigned; D. A. Storey, formerly freight 
traffic manager of the Canadian government railways, also 
has retired; A. T. Wellon is appointed assistant freight 
traffic manager of the Canadian National Railways; Guy 
Tombs, formerly assistant freight traffic manager of Cana- 
dian northern lines east of Port Arthur, is appointed 
assistant freight traffic manager, Canadian National Rail- 
ways; W. G. Manders, formerly general freight agent of 
the Canadian Northern lines, in western Canada, is ap- 
pointed assistant freight traffic manager. ° 

J. B. Parrish is appointed general manager of the Chesa- 
peake & Ohio Railroad, Ashland Coal & Iron Railroad, 
Sandy Valley & Elkhorn Railroad and Long Fork Railroad, 
vice J. P. Stevens, who died. E. P. Goodwin is appointed 
assistant to the general manager, The office of general 
inspector of transportation is discontinued. E. L. Bock 
is appointed general superintendent, Western General di- 
vision. F. L. Poindexter is appointed assistant to the 
general superintendent, Western General division, and will 
continue in charge of fuel matters. The office of fuel 
agent is discontinued. 

L. C. Bruce is appointed traffic manager of the Ken- 
tucky & Tennessee Railway, vice A. J. Russell, resigned. 
The office of assistant traffic manager is abolished. 

G. E. Whitelam having resigned, the office of superin- 
tendent freight, loss and damage claims of the St. Louis- 
San Francisco Railroad is abolished. L. C. McCutcheon 
is appointed freight claim agent, with jurisdiction over 
freight, loss and damage claims, effective Jan. 1, 1919, with 
headquarters at Springfield, Mo. 

Charles A. Lahey, formerly assistant general freight 
agent of the Chicago, Milwaukee & St. Paul Railway, and 
more recently assistant manager of inland traffic for the 
United States Food Administration, located at Washington 
and New York, has returned to the Milwaukee road to 
become general freight agent of the lines east of the 
Missouri River, effective January 1. Mr. Lahey was 
called to Washington early last spring to assist the Food 
Administration in the handling of transportation prob- 
lems, and during the last four months, while in New 
York, has been intimately associated with the many per- 
plexities that arose from the handling of export grain 
and grain products. 

C. H. Markham, regional director, announces that James 
E. Weller is appointed resident traffic assistant, with office 
at Chicago. 

J. J. Hooper is appointed freight claim agent of the 
Georgia, Southern & Florida Railroad, Hawkinsville & 
Florida Southern Railroad, St. Johns River Terminal, 
having general charge of loss and damage freight claims. 
J. A. Craig, assistant freight claim agent, Macon, Ga., 
will have active and primary charge of loss and damage 
freight claims and correspondence pertaining thereto, re- 
porting to the freight claim agent. 


The jurisdiction of George L. Peck, federal manager, is 
extended over the Grand Rapids & Indiana Railroad, which 
line is released from the jurisdiction of Edmond D. Bron- 
her, federal manager. 


E. F, Rowe, manager of the bureau of transportation 
and public service of the Board of Commerce of New 
Bedford, Mass., died Monday, December 24. 


Regional Director Aishton advises that the Manistique 
& Lake Superior Railroad has been added to the jurisdic- 
tion fo E. F. Blomeyer, general manager, Ann Arbor Rail- 
toad, headquarters, Toledo, O. 

As a New Year’s gift, W. J. Flynn, now chief of the 
secret service branch of the claims and property section 
of the law division of the Railroad Administration, be- 








THE TRAFFIC WORLD 






33 


comes chief of secret service and police protection of the 
division of operation. The plain fact is, his job is trans- 
ferred from the law to the operating division and, instead 
of reporting to lawyers, he will report to regional directors 
who need sleuthing. 


VALUATION REPORT 


(Report of the Valuation Committee of the National Asso- 
ciation of Railway and Utilities Commissioners, W. A. Shaw, 
of Illinois, chairman.) 

When Hon. Clyde B. Aitchison, the former solicitor of 
the Valuation Committee, became a member of the Inter- 
state Commerce Commission, he was succeeded by the 
Hon. Charles E. Elmquist of Minnesota. Mr. Elmquist 
resigned as a member of the Railroad and Warehouse Com- 
mission of that state on Nov. 15, 1917, and arrived in 
Washington the following day. 

This committee was selected to deal with the principles 
and methods of valuation, but the war and federal control 
of the railroads and the telephone and telegraph vom- 
panies have brought to the surface new and intricate prob- 
lems which had to be met by the commissioners, and it 
was thought best to use our solicitor as a point of contact 
between the state and federal authorities. 

No tentative valuation reports have been issued by the 
Commission during the past year. The reports upon the 
Texas Midland, Winston-Salem, Southbound, and the At- 
lanta, Birmingham & Atlantic railroads were submitted 
and argued before the Commission Dec. 10-15, 1917, in- 
clusive. It was expected that these test cases would de- 
termine the principles of valuation, as well as the methods 
to be employed in securing all necessary data. Pending 
a decision in those cases, the Bureau of Valuation with- 
held the issuance of tentative reports. However, no great 
delay to the field work resulted, and its progress is best 
indicated in a letter received from Judge Prouty on No- 
vember 9: 


I estimate that November 1 our road and track parties had 
remaining to be done between 40,000 and 50,000 miles of main 
track mileage. A considerable part of this mileage belongs to 
rather inconsequential properties. ee Y 

Our branch work in the Southern District is fully up with 
our road and track work. In most districts the branch work 
is somewhat behind, varying as to the particular branch with 
the district. In some districts we are already laying off field 
parties. In others the field work will continue throughout the 
entire year 1919. In general, I should say that our field work 
would be done by an average date of January 1, 1920, although 
some of it will run over into the next year. 

Our field work has been affected, but not so seriously, by the 
war. Our office work has been very seriously affected and we 
have not made satisfactory progress during the last year. This 
will delay the final completion of our work, but just how much 
depends upon the conditions after the close of the war. We 
have had the very greatest difficulty in maintaining our office 
force. It has often happened that 25 per cent of our employes 
have resigned in a single month. When you remember that a 
computer is almost worthless until he has learned the business, 
_ will see how disastrous this has been upon progress in the 
office. 

My estimate before our entrance upon the war had been that 
we should finish our field work on the engineering section on 
the average by January 1, 1920, and that our office work should 
be cleaned up in another year. I further estimated that while 
our field work in the land and accounting sections might not 
be finished by January 1, we would complete our work within 
the additional year. The estimate should stand as to the field 
work, but must be revised as to the office work. I will not 
undertake to predict just how much must be added. 


During the past year testimony has been taken in the 
New Orleans, Texas & Mexico and Kansas City Southern 
cases. No argument has been made in the former, but 
all questions have been submitted in the latter case. 
Hearings upon the protests of the Elgin, Joliet & Eastern 
and the Western Pacific may be expected at an early date. 

The coming year will be one of great activity. The 
work of the Bureau of Valuation is fast rounding into 
shape, and a large number of tentative reports will be 
issued covering large as well as small systems of railroads. 

There has been no relaxation in the effort that was 
being made by the carriers to secure the suspension of 
the valuation work. Expressions of antagonism have been 
found in numerous publications, and at least one promi- 
nent regional director strongly urged upon the Director- 
General the wisdom of suspending the work at least dur- 
ing the period of the war. Recently the Washington Post 


contained the following editorial: 
WASTE OF MEN AND MONEY 


Attention has been directed to the fact that Congress has 
not yet repealed the useless and costly law which keeps hun- 
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dreds of expert men at work trying to make a valuation of the 
railroads. The work costs millions of dollars, it is worthless even 
before it is finished, and it will never be finished. At this time, 
when expert accountants and railroad operators are badly 
needed, it would seem that immediate suspension of the valua- 
tion act, if not its repeal, would be demanded by the govern- 
ment itself. 

No argument is needed to show that the valuation work is 
useless. The government has taken over the railroads. A 
new system of valuation has been worked out already. The 
sums of money originally spent upon the railroads or their 
actual physical valuation on the basis of what it would cost 
to reproduce them are matters of no consequence. In the first 
case, time has changed conditions; time will have changed con- 
ditions again before the government and the railroads could 
agree upon any valuations based upon cost of reproduction. 

e cost of reproduction in 1914 and the cost of reproduction 
now, for example, are as different as day and night. What 
will be the cost of reproduction of the railroads in 1920 or when- 
ever the war is over? No human being can guess. 


It is rumored that some of the same forces that have 
been opposing valuation work from the beginning are urging 
that the duties of the Interstate Commerce Commission 
with respect to valuation should be transferred to the 
Railroad Administration. Much could be said in opposition 
to this suggestion. Suffice it to say, however, that the 
temporary nature of the Railroad Administration under 
the statute is a sufficient answer. 


The Texas Midland case was finally submitted Decem- 
ber 15 and decided August 22. Appendixes added to the 
decision and order give a complete explanation of the 
history, financial and otherwise, of the railroad and of 
the methods employed by the engineering and land forces, 
as well as a more complete discussion of the principles 
and practical considerations which are involved in the 
valuation work. A very careful study of this report should 
be made. It will become one of the monuments of valua- 
tion, and modifications may be made in some of the prin- 
ciples that have been established, yet in the main the de- 
cision will stand. 

In reviewing the history of the past four years, we are 
not unmindful of the fact that tne Texas Midland decision 
is a victory for the public. It is apparent that the Com- 
mission has substantially approved of the work of 
the Bureau of Valuation and the principles which 
have been urged by your committee on valuation 
and the state commissions. If the plan of valua- 
tion so strongly urged by the carriers had been 
approved the whole scheme would have fallen of 
its own weight. The demand for large promotion, engi- 
neering and overhead expenses, extravagant: claims for 
contingencies and for solidification of roadway and adapta- 
tion to use, and appreciation and other elements of value, 
and the insistence that consequential damages be added 
to normal land values, would have resulted in a cost of 
reproduction new far in excess of the bona fide invest- 
ment in the properties, and in many cases exceeding the 
capitalization. With all the persuasion and ability at their 
command, the carriers sought to impress the Commission 
with the fact that depreciation could not be considered 
except for deferred maintenance. The adoption of this 
theory would have resulted in a finding that depreciation 
existed upon most, if not all, of the standard railroads 
of the country. Having in mind the nebulous state of 
the law, the valuation practices which prevailed among 
state commissions, the well-organized effort of the carriers 
to control valuation and the tremendous amount of labor 
involved in the work, the committee would be unfair did 
it not express its approval of the decision in the Texas 
Midland case. It should not be understood that the com- 
missions surrender the position, consistently maintained, 
that the valuation act neither requires nor permits the 
finding of a single value nor their insistence on a finding 
of original cost. We should take the decision as one 
establishing certain guiding principles, and seek, as far 
as may be, to have them corrected or made conformable to 
the facts in future valuation cases. 

Thus regarded, the work which has been done by Di- 
rector Charles A. Prouty and his associates, C. F. Staples, 
Patrick Farrell, John E. Benton and the able corps of 
men whom they have employed, must stand as a monu- 
mental work, the result of which will play a most im- 
portant part in the determination of transportation and 
allied problems in the future. 

In the progress of valuation work the state commissions 
should give increasing attention to the work that is being 
done by the field forces. Their work will be supported 


by the Commission in the absence of a showing of fraud 
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or mistake. The carriers will not complain in cases where 
land values, quantities or unit prices are too high. The 
public is interested only in seeing that the facts require 
by Congress are honestly and impartially secured, and the 
state commissions should do all that is necessary in order 
to preserve the integrity of that work and to secure eyi. 
dence by actual investigation which can be used to check 
up any mistakes or delinquencies that may be made by 
the government forces. No delay should be permitted in 
securing data to show the original cost, as well as the 
present value, of the terminal properties. 

The three test cases which have been argued before the 
Commission do not show graphic examples of increment 
to lands, nor in a very large sense the relation which 
donated lands and other gifts bear to the original cosi 
of the property, or the cost of reproduction new. 

This bring us to a consideration of the Texas Midland 
decision. It will not be our purpose to make extended 
quotations nor to discuss many of the principles therein 
contained. Fifty-one days were consumed in taking testi- 
mony in this case, and the record embraces 8,224 pages, 
Ten briefs were filed, aggregating 2,419 pages; four days 
were consumed in the final argument, and the Commission 
had the case under consideration for eight months before 
announcing its decision. Many controverted points were 
involved, and it may be assumed that the Commission had 
found it difficulty to reach a unanimous decision upon all 
of the points. Commissioner Aitchison did not participate 
in the decision, although he sat in the hearings. 


Single Value. 


The Commission decided that the act permits the finding 
of a single value without specifying any purpose for which 
it is to be made, and announces that it is its purpose 
ultimately to make such finding as to each property. 
Tentative valuations, in which a single sum of the value 
of the property is not stated, will in due course be sup 
plemented by such finding, and a final value declaring a 
single sum as the value of the property will be duly issued. 
The carriers insisted upon the finding of a single value. 
The Bureau of Valuation and the state commissions argued 
that the act did not either require or permit such a find 
ing. The reasons therefor will not be set forth in this 
report, but are found in the arguments and briefs which 
were presented in this case. As the commerce act now 
reads, it must be assumed that the value hereafter to be 
found will be for rate-making purposes. Thus construed 
it is far less dangerous to the public interest than if the 
value were fixed for all purposes. The court’s decisions 
support the view that a value for rate-making purposes 
might not be fair for purposes of sale or taxation. At this 
writing the Commission has not fixed the final value of the 
Texas Midland or any other property, nor has the Bureau 
of Valuation given attention to that particular subject. All 
of the work heretofore done by the Bureau has been done 
upon the theory that a single value would not be found. 
The method to be employed in reaching value for rate- 
making purposes is one of very great importance. The 
whole question must be given careful consideration by the 
Commission, the states, the carriers and other interested 
parties. In arriving at the conclusion, how much atten- 
tion is to be given to the question of original cost? How 
much to land grants or donations of money or property? 
Shall increment to land be considered for rate-making 
purposes? Shall property constructed out of the earnings 
be included? Shall any value be placed upon the right 
to use leased property, or for the use of a highway? What 
consideration shall be given to the franchise and to the 
business and earnings of the company? And shall prop- 
erty owned, but not used for common carrier purposes, be 
considered? These and other related questions demand 
the closest attention. In the Kansas City Southern argu: 
ment your committee recommended that the Commission, 
after having before it a number of cases which may be 
regarded as typical, should assign a time for discussing 
this particular question. It might be proper to secure al 
expression from the courts as to the requirements of the 
act. 

Original Cost to Date. 

The first requirement of the act was for the finding of 
original cost to date. The carriers and the state commis 
sions have insisted that this fact should be found. The 
Bureau of Valuation has found original cost in those cases 
where the figures were available from the records. It has 
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not sought to secure this figure from secondary or other 
available evidence. The state commissions insist that 
where the records do not show original cost effort should 
he made to ascertain these figures by estimate. The Texas 
Midland report did not show original cost, but subsequent 
to hearing evidence was produced which fairly represents 
hat figure. Upon this question the language of the deci- 
sion is aS follows: 
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“The act requires us to ascertain original cost to date. This 
is a fact of prime importance. Every effort is being made to 
secure this information. ‘The experience of the Bureau indi- 
eates that in most cases it will be impossible to report the final 
cost to date from accounting records alone. 

“Original cost to date will be reported as fully as it can be 
ascertained from the best evidence which is practically avail- 
lable in each particular case, and which seems to us to carry 
weight as establishing the fact called for by Congress. If it 
js not possible to show original cost to date for all of the car- 
rier property, but where it can be ascertained for a portion 
of the property, that fact will be reported. In the event that 
it is impossible to identify the cost of any portion of the prop- 
erty, the total amount on the books of the carrier properly 
assigned to the road and equipment account will be shown, with 
an explanation that the authenticity of the amount cannot be 
verified. Whenever the original cost of the greater portion of 
the property can be ascertained, and as to minor parts cannot 
be ascertained from records, we shall within comparatively 
narrow limits estimate the original cost of such minor portions 
so as to show original cost of the whole property as closely as 
may be, and the maximum limit, stating fully the method 
pursued. 
“The act requires us to ascertain and report the original cost 
to date ‘in detail as to each piece of property owned or used’ 
by a common carrier, but does not define ‘each piece of prop- 
erty.’ If this requirement is narrowly construed, it means that 
we are obliged to ascertain and report the original cost of 
every tie, rail, etc., which would be impossible, because the 
identity of ties, rails and similar objects cannot be determined. 
Clearly this language is not to be literally and strictly applied. 
Itis to be given a reasonable and sensible construction. What 
Congress apparently meant by ‘each piece of property’ was 
that original cost in all reasonable detail should be reported. 
As a practical matter, the words may be taken as referring to 
yarious sections of the railroad, made up of many species of 
physical articles. So far as identification is possible, an effort 
has been made to ascertain the original cost of railroad prop- 
erty by sections, divisions or other portions. 

“Our findings as to original cost will be supplemented by a 
full statement of the financial history of the road, including the 
issuance of securities. These facts, it is believed, will show 
the maximum amount of money which could have been put 
into the property, and these will thus be a reasonable and sub- 
stantial compliance with the act.” 









re the 
‘ement 
which 
1 cost 









idland 
ended 
herein 
- testi- 
pages, 
r days 
‘ission 
before 

were 
nm had 
on all 
cipate 


























inding 
which 
irpose 
perty. 
value 
> sup 
‘ing a 
ssued, 
value. 
rgued 
, find- 
1 this 
which 
, now 
to be 
trued 



















Under this decision it is apparent that original cost will 
be found in all newly constructed railroads and for parts 
newly constructed of many of the older systems of our 
country. In the abstract, however, it is stated that many 










if the Hof the large systems result from the consolidation of a 
sions Bereat number of smaller railroads whose records are de- 
poses @stroyed, so that there is no way of ascertaining the origi- 
t this $nal cost of those properties. The intention of the Com- 
of the #mission to find this figure is somewhat obscured by that 
ureau @ portion of its decision which reads as follows: 
p.. Whenever the original cost of the greater portion of the prop- 
| erty can be ascertained, and as to minor parts cannot be ascer- 
ound. tained from records, we shall within comparatively narrow 
rate- Mlimits estimate the original cost of such minor portions so as 
The to show original cost of the whole property as closely as may 
y the be, and the maximum limits, stating fully the method pursued. 
ested Thus it may be assumed that the Commission will not 
atten- H find original cost of any of the large transportation sys- 
How tems. What is meant by the term “within comparatively 
erty? Marrow limits” can only be ascertained when records are 
aking made in future valuation cases. 
nings It has been suggested that the proper remedy is to have 
right B Congress amend the act. In the absence of such action, 
What Bhowever, the state commissions should be prepared in 
9 the #future valuation cases to demonstrate that it is practicable 
prop- #to find original cost from the records or by secondary 
Ss, be Mevidence, and upon said facts in such cases secure a modi- 
mand @ ication of this decision. 
wr . Reproduction New. 
J , 
y be The method employed in finding the cost of reproduction 
ssing Mew follows very closely the practices of nearly all of 
-e an the state public service commissions and those which have 
¢ the @ een sanctioned by the courts in the Minnesota rate case, 
the Des Moines case, the Wilcox case, the Denver water- 
bower case, and others. The Commission defines the 
1g of Meaning of the term “cost of reproduction new” as fol- 
imis- g OWs: 
The 





. Most of reproduction new, as applied to the items embraced 
in the engineering report, must be assumed to mean exactly 
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what the words themselves imply, namely, that a railroad 
actually being operated is conceived of as nonexistent and then 
theoretically brought into existence by a succession of steps 
well known to competent engineers. 


This method can best be stated in the language of the 
Commission, which reads: 


The engineer making the estimate assumed that the road 
was not in existence. All other conditions in the territory 
through which the road runs were taken as they existed on 
valuation date. The engineer then prepared what he conceived 
to be the most practicable and economical = for the 
construction of the road. The items which make up the 
physical property were then inventoried, and cost prices fairl 
representative of conditions on valuation date were applied. 
To the figures thus obtained was added the estimated cost of 
placing the items in position as of valuation date, including 
certain overhead charges. ‘The result thus arrived at is the 
cost of reproduction new. * * *® 

The Bureau, in its estimates of reproduction cost, has in this 
respect disregarded conditions existing at the time of construc- 
tion and has considered the right of way of the carrier in con- 
nection with the land which adjoins it on valuation date. For 
example, if tillage land is on either side of the right of way, 
the right of way is treated as similarly devoid of trees and 
brush; if a forest adjoins the right of way, it is assumed that 
the right of way is a part of the forest with a corresponding 
growth thereon. We approve this method as involvine: the 
minimum of conjecture. 


In developing a proper cost theory the Commission does 
not include anything for the development of the property 
or the business and some other things contended for by 
the carriers have been excluded as follows: 


Preliminary and location engineering costs. 

Clearing and grubbing in excess of that now required. 

Cost of removing buildings. 

Cost of street changes of right of way. 

‘ Filling trestles not now considered essential for new construc- 
ion. 

Cost of cinders and sand for ballast. 

Appreciation. 

Contingencies except as allowed in percentages in grading 
quantities, waste of ties, etc. 

Crossings built for other carriers. 

Assessments for public improvements where not located upon 
the right of way, or which would not be destroyed if the prop- 
erty were abandoned. 

All costs of acquisition of lands over present adjacent land 
values; all expenses of acquisition and any interest on such 
cost during the construction period. 


” 


The controlling thought seems to have been to reproduce 
the property which is owned and used by the carriers, and 
not to include in the reproductive cost property which 
has been leased or constructed by industries. Engineer- 
ing costs are allowed at 2.15 per cent. Overhead expenses 
are fixed at 11% per cent in all road accounts, exclusive 
of land. Interest during construction is fixed at 6 per 
cent on the road accounts, exclusive of land, for one-half 
the construction period, plus 3 months and for 3 months 
as to equipment. Where second-hand materials were in- 
stalled and still exist, it is held that the cost of reproduc- 
tion new means the cost of reproducing the materials in 
the same condition in which they were when installed. 
Unit prices are obtained from a careful study of the sub- 
contracts for a period of ten or more years, and an effort 
made to reach a figure that is fair to the carrier and the 
public. Depreciation is found and follows the methods 
which have been generally employed by state commissions. 

The public has reason to be well satisfied with the de- 
cision of the Commission upon the subject of depreciation. 

Upon the assumption that the cost of reproduction new 
is hypothetical and is at best an estimate, the committee 
is of the opinion that the Commission has reached a 
conservative opinion, fair alike to the carrier and to the 
public. 

Land. 


Land values have been the storm center of valuation. 
The carriers insisted that the Commission must find the 
cost of condemnation or of purchase, and the state com- 
missions and the Bureau of Valuation contended that the 
Commission was confined to a determination of a value 
not higher than the present market value of similar and 
adjoining lands. It is estimated that the difference in- 
volved in the two principles amounts to about $3,000,000,- 
000. The Commission rested its decision squarely upon 
the Minnesota rate case, and decided that: 


Present value of lands is stated by ascertaining the number 
of acres and multiplying this acreage by a market value de- 
termined from the present fair average market value of similar 
adjacent and adjoining lands, due allowance being made for any 
special value which may attach by reason of the peculiar 
adaptability of the land for railroad use; but nothing additional 
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is added for the expense of acquisition, for severance, dam- 
ages, for engineering and for interest during construction. 


~. 
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A review of the arguments or both sides of the question 3 


will not be proper in this report. We supposed that the 
Texas Midland decision definitely settled the principle. 
Concern was felt, however, when the Commission granted 
the motion of the Kansas City Southern to open the case 
for the purpose of permitting the introduction of testi- 
mony upon the cost of acquiring lands in addition to the 
present value of the properties found by the Commission. 
Perhaps the action of the Commission was based upon that 
part of its decision which reads: 


Before we can report figures as ascertained, we must have a 
reasonable foundation for our estimate, and when, as here, if 
the estimate can be only on inadmissible assumptions, and upon 
impossible hypothesis, such as those pointed out by the Su- 
preme Court in the opinion quoted, our duty to abstain from 
reporting as an ascertained fact that which is incapable of 
rational ascertainment, is clear. 


When the case came on for hearing the carrier intro- 
duced evidence which did not vary in any essential par- 
ticulars from testimony which had been introduced in the 
Texas Midland case. It may be that the Commission de- 
cided to permit the introduction of this testimony for the 
sole and only purpose of permitting it to be shown that 
no method has been invented for destroying the rule an- 
nounced in the Minnesota rate case. It is to be hoped 
that the Commission will adhere to its decision in the 
Texas Midland case, or at least until it is ordered by the 
court to do otherwise. sa: 

When the question of finding a single value for rate-mak- 
ing purposes is to be met, or when a rate based upon~a 
value is to be considered, it may be expected that very 
strong arguments will be advanced to show that incre- 
ment in lands, or any value in excess of the present fair 
value of the lands, cannot be considered. In connection 
with this question, reference should be made to the brief 
and argument filed by the Hon. A. E. Helm, commerce 
counsel of the Kansas Public Utilities Commission, and 
of the very able argument filed by the Hon. Glen E. Plumb, 
representing the brotherhoods. 


Aids, Gifts, Grants and Donations. 


The finding of these figures is one of the requirements 
of the valuation act. We are advised that the Commission 
is not securing complete data. It is depending upon re- 
ports filed by the carriers and information filed by state 
commissions. The amount of money and property and 
land grants given to the carriers of this country is almost 
staggering to the imagination, and it would seem to be 
a mistaken policy not to secure all the information that 
can be obtained within reasonable limitations. While the 
responsibility for securing this data rests primarily upon 
the Commission, we feel that the state commissions owe 
a duty to the public in co-operating as fully as can be 
with the Interstate Commerce Commission in gathering 
this information. In some of the states much of this 
information is filed with the state officers; in others with 
different counties or municipalities. The state commis- 
sions are in position to assist in gathering these facts, 
and we urge that they do so. 


Values and Other Elements of Value. 


The Commission found that there were no values or 
other elements of value in the Texas Midland property. 
In the argument counsel for the carrier frankly admitted 
that he did not know how to ascertain a dollars and cents 
figure for this item of property, and Director Prouty ad- 
mits that he does not know how it is to be done. An 
effort was made in the Kansas City Southern case to de- 
velop this question. Several experts were introduced who 
testified that tangible and intangible values could not be 
separated, and that the only way to determine the sum 
was by subtracting the cost of reproduction new, less 
depreciation, from the final value, and the difference would 
represent these intangible values. Original cost in the Kan- 
sas City Southern is, in round figures, $49,000,000. The 
cost of reproduction, less depreciation, is several millions 
less. 

The capitalized earnings value advanced by the different 
experts ranged from $75,000,000 up to $90,000,000.° The 
absurdity of this theory rests in the fact that the value 
will fluctuate radically from year to year, depending upon 
the business of the company, and that the value of the 
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properties rests in large measure upon the rate. Com. 
missioners who have a fancy for figures will find it a de. 
lightful and fascinating pastime to calculate the value of 
the railroads of the country upon that basis. 

We regard the decision of the national association ip 

creating a valuation committee to have met with very 
fortunate results. When that action was taken the ear. 
riers alone were presenting their views, and it was 
felt that the commissions, who represent the public view. 
point, should participate in the work. 
_ We recommend a continuation of the work of the Valu. 
ation Committee, and that it be maintained from appro- 
priations by the states as heretofore. The coming year 
will, as has been stated before, be one of great activity, 
Hearings will be numerous and frequent. In order to best 
promote this work there should be additional help for the 
solicitor. The amount of all moneys contributed by the 
states to the Valuation Committee has been deposited, and 
payments made by check. The accounts of the committee 
have been audited by the Hon. O. O. Calderhead, stat- 
istician for the Washington Public Service Commission, 
and all expenditures have been supported by proper 
vouchers, and the balance is found correct. The state. 
ment is on file with the executive committee, and is also 
to be found in the office of the Committee on Valuation. 
It is open for examination, and we hope that commission- 
ers will accept this invitation to examine the same. 


LOADING OF COAL 


The Trafic World Washington Bureau, 


A report was received December 30 by the Director- 
General from the Car Service Section of the Railroad Ad- 
ministration on the quantity of coal of all kinds loaded 
by roads for week ended Dec. 14, 1918, as compared with 
the same period of 1917, a summary of which follows: 


1918. 1987, 


"Patel Care DIEMMIOME 660s. cecccceesiwcade 181,773 147,706 
"POERE GRTE GENES noc ccdcccccessenises 36,401 31,656 
ee GE TI 65.5 0 0r60 0:50 0 Sense none 4,127 4,536 

Gan CO0T, CE GARB siinccos cccccitevncns 222,301 183,898 


A summary of reports for week ended Dec. 21, 1918, 
as compared with the same period of 1917, based on actual 
reports from most roads, but with the estimated results 
of some roads, follows: 








1918. 1917. 

Wotal Cove PATAUAIMOUE oi.oiiccccccécsconces 173,157 176,665 
POPE! CAPE GREMTACNGS 6.00 cc ccccosccvascsce 35,368 34,785 
po er er eee 4,481 4,816 
Gees Babel, BE GPE kids dn sceiscccaves 213,006 216,266 


Total increase of 1918 up to and including week ending 
December 21, over the same period of 1917, 624,628 cars. 


UNIFORM BAGGAGE TARIFF 


The Trafic World Washington Bureau. 


E. L. Bevington, assistant director of traffic in the Rail- 
road Administration, has completed the uniform consoli- 
dated baggage tariff which is to supersede the individual 
lines tariffs and bring everything into the United States 
into uniformity with the excess baggage rate in all ter- 
ritories, one-sixth of the one-way fare. It is called “Local 
and Joint Tariff of Baggage and Corpse Rules, Rates and 
Charges, Applying at and Between Stations on the Lines 
Parties hereto as Issuing Carrier and From Stations on 
These Lines to Destinations in the United States, Canada 
and Mexico.” The effective date is February 1. 


The tariff will be effective on one day’s notice, under 
special permission under the sixth section and under the 
fifteenth section of the Interstate Commerce Commission. 
The permits issued by that body assure uniformity of 
application throughout the United States to the destina 
tions mentioned. The object has been uniformity and 
greater ease and certainty in getting baggage checked 
from point of checking and to destination, regardless of 
local conditions, the wagon transfer charges being col 
lected by the issuing agent or the baggage sent through 
on a C. O. D. check. The copies prepared are mimeo 
graphed, containing 35 pages. 
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EXPORT LICENSES 


The Trafic World Washington Bureau. 


In Circular CS-47, W. C. Kendall, manager of the Car 
Service Section, says: 

“Referring to Circular CS-46 of December 19, which 
modified the provisions of Circular CS-34 of December 2: 

“Although Circular CS-46 was strictly in accordance 
with advice received from the War Trade Board at the 
time of its issue, that body now requests that all railroads 
be instructed as follows: 


It should be noted by all agents that although they are no 
longer concerned with the presentation of War Trade Board 
licenses or license numbers in acceptance of shipments for ex- 
port, the impression should not be given to shippers that articles 
of commerce no longer require export licenses. 

The conservation list continues to exist in modified form and 
all articles for export require some form of license. The usual 
shippers’ export declaration forms and licenses must be deliv- 
ered to the collector of customs at port of exit from the United 
States on or before arrival of shipment at such port in accord- 
ance with the procedure which has existed heretofore. This is 
a matter, however, which rests with shippers and the War 
Trade Board and no longer concerns railroads or agents. 


WAGES FOR SAILORS 


The Trafic World Washington Bureau. 


American sailors employed on ships under the control of 
the Shipping Board will have their present wages continued 
at least until May 1, 1919. Award to that effect has been 
made by an arbitration committee composed of Robert P. 
Bass, Franklin D. Mooney and William S. Brown, repre- 
senting the Marine Engineers’ Beneficial Association; 
American Association of Pilots; Masters, Mates and Ocean 
Association of Marine Engineers; Neptune Association of 
Masters, Mates and Pilots; the United States Shipping 
Board; the American Steamship Association; owners and 
operators of ocean-going steamships in the Atlantic and 
Gulf service; and the American Steamship Licensed Offi- 
cers’ Association, Incorporated. The award is called a re- 
adjustment of wage scales for licensed deck and engine 
room officers in the Atlantic and Gulf services. 

The award says the rates therein set forth shall consti- 
tute a single universal scale applicable to licensed officers 
on steamships plying from Atlantic and Gulf ports and 
shall include coastwise, West Indies, South American and 
trans-Atlantic services. 

‘The same board made award of wages for wireless opera- 
tors employed on steamships under the control of the Ship- 
ping Board. All chief operators are to receive $110 per 
month and assistant operators $85. There are to be no 
trans-Atlantic or coastwise bonuses and no sliding scales. 


ACCEPTANCE EMBARGOED FREIGHT 


Hale Holden, regional director, in Supplement No. 1 to 
Circular No. 58, says: 

“Attention has been directed to the large accumulation 
of export freight at Seattle, Wash., which situation has 
been brought about by the non-observance of embargo cov- 
ering such traffic via this port. 

“At present there are in the neighborhood of 3,500 cars 
of export freight at Pacific ports. In addition to this, there 
are about 1,000 cars held back on line from week to week 
awaiting opportunity to move into terminal. There is also 
a amount of export freight unloaded on ground and 
ocks. 


“You will readily understand the importance of having 
shipments restricted as required by outstanding embargoes, 
and their movement regulated by permits which are issued 
by committees located at Pacific Coast ports. Not only are 
agents accepting such traffic without permits, but are ac- 
tepting it after expiration date. 

“To avoid a still larger accumulation, and to permit dis- 
Posing of freight now on hand, it is necessary that all 
concerned follow literally the embargo restrictions. This 
hot only applies to Pacific Coast ports, but to all points 
that are embargoed.” 


WHEAT FLOUR EXPORT TO CUBA. 


The War Trade Board announced December 28, after 
‘onsultation with the Food Administration, that on and 
after Feb. 1, 1919, applications will be considered for li- 
tases to export wheat flour to Cuba. Hitherto the regu- 
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lations of the Board have required that shipments of wheat 
flour to Cuba should be made by the United States Food 
Administration Grain Corporation to the Director of Sub- 
sistence, Cuba. After Feb. 1, 1919, this procedure will 
no longer be necessary. Applications for export licenses 
permitting individual shipments will then be considered, 
when approved by the Grain Corporation; and, to avoid 
any possibility of delay, arrangements have been made 
by which this approval will be obtained by the War Trade 
Board in Washington. 


GRAIN EMBARGO PRIMARY MARKETS. 

B. F. Bush, regional director, in Circular No. 96 (Sup- 
plement No. 5), says: “Refer to Supplement 4 to Circular 
No. 96 issued by this office December 6, modifying embargo 
on grain for primary markets, to permit movement on 
all grain except wheat without permits, but continuing on 
wheat until January 1. This modification remains in effect 
until further notice.” 


GREAT FREIGHT MOVEMENT 


The Trafic World Washington Bureau. 


The greatest movement of freight over the railroads 
since the government assumed control over them took 
place last October, according to a report made public 
December 27 by Director-General McAdoo. There were 
39,549,000,000 ton miles of freight moved in October, com- 
pared to 38,224,000,000 ton miles for the same month of 
1917—an increase of 3.5 per cent. 


OPENS JOINT TICKET OFFICE 


Federal Manager W. R. Scott has reported to Regional 
Director Hale Holden the opening of the joint ticket offices 
of the United States Railroad Administration in San Fran- 
cisco. The new offices are at 50 Post street. The combined 
force of the Southern Pacific, Western Pacific and Santa 
Fe railroads, comprising a staff of twenty-five experts, will 
hereafter look after the wants of prospective travelers from 
behind one great counter. 


SHIPPERS’ INFORMATION 
BUFFALO, NEW YORK 
INCLUDING SUSPENSION BRIDGE 


START the NEW YEAR Right! 


USE 


EE FICIEN? 


We Will Give You a “Hand” at Any Hour 


WIRE 
assemble and distribute 
freight everywhere 


PHONE 
or WRITE 


at every Port 


Associated Offices 
and Terminal 


We trace, forward, 


The Fast Freight Forwarding Co. 


SHIPPERS’ AGENTS 


511 Brisbane Blidg. 
Buffalo, N. Y. 


Day: Seneca 166 
Phones { Night: Tupper 2178-M 
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Digest of New Complaints | 
No, _ W. A. Gosline & Co., Toledo, vs. D. & H., Aah 


Unjust and unreasonable rate of $3.85 on anthracite coal 
from Scranton, Pa., to Toledo, O., the unreasonableness con- 
sisting of a 15 per cent increase in each of the factors com- 
posing the combination rate instead of imposing it only once. 
Tariffs have been corrected imposing the increase only once 
so that the existing rate is only $3.70. Ask for reparation 
down to the existing rate. 

No. 10367, Sub. No. 1. W. A. Gosline & Co., Toledo, vs. D. & 
H., McAdoo et al. 

As to same character of shipments moving over a different 
route. Asks for reparation. 

No. 10368. Tobacco Products Corporation and M. Melachrino & 
Co., New York, vs. Southern Pacific, McAdoo et al. 

Against the assessment of double first class on L. C. L. 
shipments of cigarettes from New York to San Francisco, Los 
Angeles, Sacramento, Fresno, San Diego and Chico, Cal., Port- 
land, Ore., Spokane and Seattle, Wash., as unjust and un- 
resonable. Ask for the elimination of section 9 of rule 42 of 
Western Classification in so far as it applies to cigars cigar- 
ettes and tobacco; just and reasonable rates and reparation. 

No. 10369. The Woolson Spice Co., Toledo, O., vs. Northern 
Pacific, McAdoo et al. 

Against a rate of $2,69 on spices from Pacific coast ports to 
Toledo as unjust and illegal. Asks for just and reasonable 
rates and reparation. 


Docket of the Commission 





Note.—iten:s In ti. Docket marked with an asterisk (*) are 
new, having been added since the last Issue of The Traffic 
World. Cancellations and postponements announced too late to 
show the change In this Docket will be noted elsewhere. 


January 6—Salisbury, Md.—Examiner Worthington: 
10260—Earnest B. Timmons et al. vs. B. C. & A. Ry. Co. et al. 


January 6—Chattanooga, Tenn.—Examiner Fleming: 
1030i1—Chattanooga Bottle and Glass Mfg. Co. vs. Ala. Great 
Sou. R. R. Co. et al. 
—oe Columbian Iron Works vs. Ala. Great Sou. R. R. Co. 
et al. 


January 7—Philadelphia, Pa.—Examiner Worthington: 
— 2 Ww. - rceeieed Lumber Co. vs. Mt. Airy & Eastern 
y. Co. et al. 


January 7—Nashville, Tenn.—Examiner Fleming: 
10264—Lanier Bros. vs. L. & N. R. R. Co. et al. 


January 8—Washington, D. C. 

9842—W. P. R. R. vs. Sou. Pac. Co. et al. 

I. & S.—1l1—La. & Pine Bluff Div. (in the particular ques- 
tion as to whether the haul from the loading point to the 
scales and back should be included in the calculating and 
distance to the service of the L. & P. B. in making de- 
livery from the Union Mill to its trunk line and connec- 
tions at Dollar Junction). 

January 8—Paducah, Ky.—Examiner Gibson: 

10308—Paducah Board of Trade, Inc., et al. vs. W. G. McAdoo, 
Director General of Railroads. 

January 8—New York, N. Y.—Examiner Worthington: 

a y aemeeel Lumber Co. vs. Tidewater & Western R. R. Co. 
et al. 

10292—National Wholesale Dealers’ Lumber Assn. vs. W. G. 
McAdoo, Director General of Railroads et al. 


January 8—Argument at Washington, D. C.: 
8180—A. H. Kerr & Co. vs. Sand Springs Ry. Co. et al. 


January 9—St. Louis, Mo.—Examiner Fleming: 
10303—Cairo, Truman & Sou. R. R. Co. vs. Wm. G. McAdoo, 
Director General of Railroads et al. 
10233—The Associated Cooperage Industries of America vs. 
Wm. G. McAdoo, Director General of Railroads et al. 
10291—National Steel Rail Co. vs. Wm. G. McAdoo, Director 
General of Railroads et al. 


January 9—New York, N. Y.—Examiner Worthington: 
10304—Geo. C. Holt and Benj. J. Odell, receivers, AStna Ex- 
plosive Co., Inc., vs. W. G. McAdoo, Direetor General of 
Railroads et al. 
10319—Geo. C. Holt and Benj. J. Odell, receivers, Attna Ex- 
plosive Co., Inc., vs. W. G. McAdoo, Director General of 
Railroads et al. 
January 9—Argument at Washington, D. C.: 
10204-—Consolidated Classification case (for those who have re- 
quested the privilege). 
January 10—Shreveport, La.—Examiner Gibson: 
10272—The Lodwick Lbr. Co. vs. W. G. McAdoo, Director Gen- 
eral of Railroads et al. 


January 10—St. Louis, Mo.—Examiner Fleming: 

10270 10295, 10296, 10305, 10322, 10328—Walter A. Zelnicker 
“2 ied Co. vs. W. G. McAdoo, Director General of Railroads 
eta 

January 11—Chicago, Ill—Examiner Marshall: 

10299—Illinois Coal Traffic Bureau vs. W. G. McAdoo, Director 
General of Railroads et al. 

January 13—Olean, N. Y.—Examiner Worthington: 
10211—Herman Gross vs. N. Y. & P. Ry. Co. et al. 


~—- . 
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No. 10370. Seaboard By-Products Coke Co., Seaboard, N. J, 
vs. Erie, McAdoo et al. "Byanuar 
Unjust and unreasonable rates on coke from Seaboard to 9723 
all points on the New Haven and Erie systems by reason of Pa 

the failure to publish joint through rates. Asks for just and 
non-discriminatory rates and reparation. Januar 

No. 10371. Seaboard By-Products Coke Co., Seaboard, N. 1. @ | 

vs. D. L. & W. et al. "Buanuar 


Alleging that route via D. L. & W. and New Haven to New 
York, Connecticut, Rhode Island and Massachusetts is too 
long and circuitous. Asks for more direct through routes and 
reasonable rates. 


TWO-CENT FARE LAW VALID. 


The Michigan two-cent fare law was held valid at Grand 
Rapids December 27 by Judge C. W. Sessions, of the 


10307. 




























Januar’ 
10254 
Januar) 





U. S. District Court. The opinion was given in denying ot 
a petition by the Grand Rapids, Grand Haven & Muskegon§- 19271, 
Interurban Railway that it be allowed to increase its pas. Zn. 
senger rate to three cents. ay A 


UNSCRAMBLING ORDER. 


By means of Circular No. 68, effective December 26, the 
Pittsburgh & Lake Erie, the Monongahela, the Pittsburgh 
& West Virginia, and the West Side Belt Railroad are 
transferred from the Allegheny Region to the Eastern Re 
gion, and the Grand Rapids & Indiana is transferred from 


the Eastern Region to the Allegheny Region (correction), cents pe 
rtion 
payable 
warded 


THE T! 


ARE 
domesti 
and rea 
right on 
all trafl 
prompt, 
possible 
successf 
in this | 
anteed. 

eS = 
WAN7 
Mississi] 
ried, bes 
World. 


WANT 


10246—Herman Gross, doing business as the Puritan Glas 
Co., vs. W. G. McAdoo, Director General of Railroads et al, 
10314—Herman Gross, doing business as the Puritan Glasg 
Co., vs. W. G. McAdoo, Director General of Railroads et al; 
January 13—Alton, Ill.—Examiner Fleming: 
10285—Illinois Glass Co. vs. St. L.-S. F. Ry.:Co. et al. 
10288—The Equitable Powder Mfg. Co., Inc., vs. W. G. McAdoo, 
Director General of Railroads et al. 


January 13—Alexandria, La.—Examiner Gibson: 
10306—Alexandria (La.) Chamber of Commerce vs. W. G. Me 
Adoo, Director General of Railroads et al. 


10164—Alexandria Chamber of Commerce vs. M. P. R. R. Co Agent.” 
January 13—New York, N. Y.—Examiner Pattison: ene 
10268, Sub. 1—Seaboard By-Prods. Coke Co. vs. W. G. McAdoo—— HONO 
Director General of Railroads et al. Six year 
10300, Sub. 1—Geo. F. Hinrichs, Inc., vs. American Expresience. ‘‘] 
Co. et al. —— 
10268—Seaboard By-Prods. Coke Co. vs. -W. G. McAdoo, Dif™ TRAF! 
rector General of Railroads et al. years’ ex 















10300—Geo. F. Hinrichs. Inc.. vs. Wells Fargo & Co. et al. th I. 
January 14—New York, N. Y.—Examiner Pattison: handling 
10318—The Burton-Richards Co. vs. W. G. McAdoo, Directogijtraffic de 
General of Railroads et al. fic V 

10311—Downey Shipbuilding Corp. vs. S. I. R. T. Ry. et al.__ 

* 10311, Sub. 1—Jules S. Bache et al. vs. Wm. G. McAdoo, Diff WANT 
rector General of Railroads et al. op 7 
fer south 


WE LEASE TANK CARS = 
ALL STEEL MODERN EQUIPMENT 


LIQUIDS DESPATCH LINE 


Phone Canal 3400 2500S. Robey St., Chicago, Ill. 








WANT 
ork and 
cago, Ill. 
Traffic 
industrial] 
January | 


National Freight Rate Service 


Transportation Bldg., Chicago, Ill. 
THE ONLY PUBLICATION 


COVERING THE ENTIRE 


United States and Canada 


NAMING RATES ON 


Freight, Parcel Post and Express 


Price, including changes in rates, $15.00 per year 
Write for particulars 








January 4, 1919 


January 14—Alexandria, La.—Examiner Gibson: 
9723, Sub. 1—Chamber of Commerce, Monroe, La., vs. Mo. 
Pac. Ry. Co. et al. 
January 15—Dayton, O.—Examiner Fleming: 
1. & S. 1165—Sault Ste. Marie, Ont., paper and woodpulp (3). 
january 15—New York, N. Y.—Examiner Pattison: 
10307—Geo. C. Holt and B. B. Odell, receivers, A2tna Explosive 
Co. vs. W. G. McAdoo, Director General of Railroads et al. 
10310—Geo. C. Holt and B. B. Odell, receivers, 4tna Explosive 
Co. vs. W. G. McAdoo, Director General of Railroads et al. 
10317—Geo. C. Holt and B. B. Odell, receivers, A0tna Explosive 
Co. vs. W. G. McAdoo, Director General of Railroads et al. 
january 15—Kalamazoo, Mich.—Examiner Worthington: 


Grand 10254—Monarch Paper Co. vs. Canadian Pacific Ry. Co. et al. 
»f thegJanuary 16—Chicago, Ill.—Examiner Worthington: 

nyin Cent. 
“nying@ 6 R. R. Co. et al. 

kegonff 10271, Sub. 2—Brunswick-Balke-Collender Co. vs. III. 

S pas- 

P 10271, Sub. 3—Brunswick-Balke-Collender Co. vs. W. G. Mc- 
Adoo, Director General of Railroads et al. 


POSITIONS WANTED OR OPEN 


6, the 
sburgh 
d are? GOOD TRAFFIC MEN ARE MORE THAN EVER IN DE- 
rn Re MgMAND and THE TRAFFIC WORLD is the logical medium for 


getting the men and the positions in touch with one another. 
The rates for classified advertisements are as follows: Five 
cents per word first insertion, three cents per word second in- 


| from 
tion). 


payable in advance. 
warded free and all correspondence held in strict confidence. 
THE TRAFFIC WORLD, 418 South Market Street, Chicago, Ill. 


ARE YOU having any trouble with your import, export or 
domestic traffic to, from or via New York? Do you feel the need 
and realize the advantage of having a capable representative 
right on the ground to look after your interests? One to whom 
all traffic matters could be referred with the assurance of 
prompt, efficient and intelligent handling and securing quickest 
possible action. New York traffic manager, five years’ highly 
successful executive experience, is open for engagement to act 
in this capacity for one or more concerns. Satisfaction guar- 
anteed. Address A. L. M. 319, The Traffic World. 


=< 


| Glass| 
s et al, 
1 Glass} 
s et al, 


WANTED—Position, Assistant Traffic Manager, on or east 
Mississippi River; fourteen years’ experience; 34 years old, mar- 
ae, best references. Address A. O. A. 192, care of The Traffic 

orld. 


WANTED—Ex-railroad employes, with Freight Claim Office 
experience. State experience and salary expected. Address 
“Agent,’’ The Traffic World. 


HONORABLY DISCHARGED army officer desires position. 
Six years’ railroad and three years’ industrial traffic experi- 
ence. ‘‘Business.”’ 


TRAFFIC MANAGER is seeking desirable opening; sixteen 
years’ experience, railroad and industrial. Thoroughly familiar 
al. th I. C. C. regulations and procedure; rates and efficient 
handling of claims. Capable of assuming charge or organizing 

fic department. Married. Address ‘‘Manager,’’ care of The 

fic World, Chicago, III. 


[cAdoo, 


G. Me 
R. Col 


[cAdoo, 
=xpresi 


00, Di 


Directo 


; ak 

ioo, Digg WANTED—Position by COMPETENT TRAFFIC MAN, 
years old, married, conscientious worker; best references. Pre- 

eemmsmer southeastern territory. Capable of taking charge or organ- 


zing traffic department. Address ‘‘Results,’’ care of The Traffic 


World. 


WANTED—Situation by man experienced in freight traffic 
ork a exporting. Address B. B. 31, The Traffic World, Chi- 
cago, a 

Traffic manager with fourteen years’ railroad and four years’ 
Industrial experience,, desires position in like capacity after 
January lst. Address W. A. W., Traffic World. 


1E 


General Offices, BALTIMORE, MD. 


- GOVIN, President, 90 West Street, New York. 


. R 
. D. 
-E ‘ URBER- Second Vice-President, 120 West Street, New York. 
yg 4 . r ce-President, charge of O ti 5 
90 West Street, New York. " a 
J - HERSLOFF, Treasurer, 90 West Street, New York. 
- W. S. Whitney, Secretary, 90 West Street, New York. 
. J. NATHAN, Freight and Traffic Manager, 90 West Street. New Yor! 


k. 
THOMAS KEARNY, General Sollc 
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10271, Sub. 4—Brunswick-Balke-Collender Co. vs. C. M. & St. 
r. Ry. Co. ot al. 
Oe eee poe Gypsum Co. vs. Culver & Port Clinton R. 
« €a.. et.al. 
10320—Swift & Co. vs. W. G. McAdoo, 
Railroads et al. 


January 16—New Orleans, La.—Examiner Gibson: 
9922—Lake Charles Rice Milling Co. of Louisiana vs. A. & N. 
Ry. Co. et al. 


January 16—Cincinnati, O.—Examiner Fleming: 
10267—The Procter & Gamble Co. vs. W. G. McAdoo, Director 
General of Railroads et al. 


January 17—Chicago, Ill.—Examiner Worthington: 
10293—Three States Tire Co. vs. C. & E. I. R. R. Co. et al. 
10286—Hyman-Michaels Co. vs. McAdoo, Director-General of 
Railroads et al. 


January 18—Beaumont, Tex.—Examiner Gibson: 
10278 and Sub. Nos. 1, 2, 3—Beaumont Chamber of Commerce 
vs. W. G. McAdoo, Director General of Railroads et al. 
ee Chamber of Commerce vs. A. & V. Ry. Co. 
et al. 
January 18—Williamson, W. Va.—Examiner Fleming: 
10253—B.. -E. Musick vs. N. & W. Ry. Co. and W. G. McAdoo, 
Director General of Railroads. 
January 20—Milwaukee, Wis.—Examiner Worthington: 
10279—Union Lime Co. vs. C. & N. W. Ry. Co. et al. 


January 20—New Bedford, Mass.—Examiner Pattison: 
10263—New Bedford Board of Commerce, for and on behalf of 
J. C. Rhodes & Co., Inc., vs. W. G. McAdoo, Director Gen- 
eral of Railroads et al. 
10312—New Bedford Board of Commerce (for Passaic Cot- 
ton vs. W. G. McAdoo, Director General of Railroads 
et al. 
January 20—Chicago, Ill.—Examiner B. N. Meyer: 
* In the matter of the valuation of the properties of the E. J. & 
BE. Ry. Co., C. i. S&S. & B Ry. Co., 5... & B. i. Ry. Co. 
January 21—Houston, Tex.—Examiner Gibson: 
10007—Sugar Land Mfg. Co. vs. B. S. L. & W. Ry. Co. et al. 
10143—Chamber of Commerce, Houston, vs. A. & V. Ry. Co. 
et al. 


TRAFFIC ORGANIZATIONS 


THE NATIONAL INDUSTRIAL TRAFFIC LEAGUE.—Object: 
The object of this league is to interchange ideas concerning 
traffic matters, to co-operate with the Interstate Commerce 
Commission, state railroad commissions and _ transportation 
companies in promoting and securing better understanding by 
the public and the state and national governments of the needs 
of the traffic world; to secure proper legislation where deemed 
necessary, and the modification of present laws where consid- 
ered harmful to the free interchange of commerce; with the 
view to advance fair dealing and to promote, conserve and pro- 
tect the commercial and transportation interests. 

Headquarters—Tacoma Bldg., 5 North La Salle St., Chicago. 
a rh ES Be Wee PERE SRE President 
Manager Traffic Department, Cincinnati Chamber of Com- 
merce and Merchants’ Exchange. 


I. vicina cbs cdioks dew acetaebmaanacne - Vice-President 
Kansas City Chamber of 


Director General of 


B.. D. 
Transportation Commissioner, 
Commerce. 


ge ee ee Secretary-Treasurer 
T. M. — Company, 836 South Michigan Avenue, Chi- 
cago, Ill. 


ere ere er ee ...-Assistant Secretary 
5 North La Salle Street, Chicago, Ill. .. .. .. ... 


MANUFACTURERS’ ASSOCIATION, In Charge of Traffic of 
Industries Located at Sterling and Rock Falls, Ill. 
A. N. Bradford ..cccss EE SE Oa es $0 anise aeicorded inne President 
i SO eee eee 
W. J. TEUPIOISE 65000005 pale ocare etick a ab aoe eis Secretary-Treasurer 
Wi Pe ME, pate a6 se 'o hin ns 00s 4 Relea ene sia +eeeeeeLrafiic Manager 

All correspondence relative to movement of traffic to or from 
Sterling and Rock Falls, Ill., should be addressed to the Traffic 
Manager, General Offices, Lawrence Building, Sterling, Il. 


eee eeeeee 


CHESAPEAKE & CURTIS BAY RAILROAD 


New York Offices, 90 West St., New York 


5. . — Assistant Freight and Traffic Manager, 90 West Street, 
ew ork. 
J. — BOYD, General Counsel, Builders’ Exchange Bldg., Baltimore, 


T. W. MALEY, General Auditor, 90 West Street, New York. 
Cc. W. KELLY, Assistant Auditor, 90 West Street, New York. 
J. P. CONNOR, Superintendent, Wagners Point, Baltimore, Md. 
Itor, 90 West Street, New York. 


EXTENDS FROM WAGNER’S POINT TO CURTIS BAY 


The Chesapeake & Curtis Bay Railroad Co., having its terminal at deep water, Baltimore, Md., is in a position to receive all foreign freight destined 


to interior ports and to take care of outgoing freight for foreign countries. 
nt This company maintains a high standard of service in the handling of shipments to and from the industries located on its line. The territory covered by 
8 railroad offers superior sites for the location of industries of every description. Firms, individuals and corporations contemplating the location of business 


+] enterprises are invited to correspond ith Samuel J. Nathan, 90 West Street, New York City. 


be promptly furnished. 
Mileage at present operated, 7 miles; additional under construction. 


year Exceptional location for plants desiring tidewater delivery. 


c ONS—At Clinton Street with the Pennsylvania Railroad via float at Wagner’s Point, C. & C. B 
With the Western Maryland via float to Wagner’s Point, C. & C. B. R. z. to Curtis Bay. 


Maps and full information concerning available property will 


Lighterage connection with all coastwise lines out of Baltimore for seaboard ports. 


. RK. R. to Curtis Bay. At Port Covington 
With the Baltimore & Ohio Sewall Branch at Wagner’s Point. 


ugh connections via these routes to all points East, West, North and South. Industries located on our line have the advantage of flat Baltimore rate 
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DIRECTORY OF TRANSFER AGENTS, FREIGHT FORWARDERS, WAREHOUSEMEN, 
CUSTOM HOUSE BROKERS, ETC. 


Cable Address “HARSTEELE” 


twa” The J. H,W. Steele Co. ne 


New York me Orleans Galveston Texas City 
Savannah Chicago San Francisco 
Special attention given to shipments through New 
Orleans for Latin Americas. We are prepared to arrange 
financing or credits on shipments. 








Western Transfer and Storage Co. 


220 TO 226 STANTON ST. 
EL PASO, TEXAS 
FORWARDERS AND DISTRIBUTORS 
DISTRIBUTION CARS A SPECIALTY 


TWO WAREHOUSES ON TRACK 
The only FIREPROOF storage in El Paso 


Cut Rate Package Car Service from Seaboard Territory 


Spencer Transfer, North Carolina 


(Largest Freight Transfer Station in the South) 


For quick service to the Carolinas and upper Georgia 
consign pool cars to us for distribution. Through mer- 
chandise cars loaded out daily for this entire territory. 


Acme Transfer & Storage Co., Inc., of New York 


H. N. McEwen, Resident Manager. P. O. Salisbury, N. C. 


Buffalo Storage & Carting Co. 
$50 Seneca St., Buffalo, N. Y. 





Storage, Transfer and Forwarding 


Warehouse on New York Central ‘Tracks 


The Wiley & Nicholls Co. 


UNITED STATES BONDED WAREHOUSES AND 
GENERAL STORAGE-DISTRIBUTORS 
Warehousemen and Forwarding Agents. Drayage and 
Heavy Hauling a Specialty. Fireproof Warehouse Low- 

est Insurance Rate in City. 
GALVESTON, TEXAS 





OAKLAND CALIFORNIA SACRAMENTO 


325 Thirtee 1th and R Sts 


POOL CAR SERVICE 


C.L. Shipments at C.L.Rales 


LAWRENCE WAREHOUSE©@ 


Operating |7 Warehouses and Docks 





CHICAGO 
Jos. Stockton Transfer Co. 


1020 South Canal Street, near Taylor Street 


Teaming of Every Description—City Delivery Service 
and Carload Distributors 





RESHIPPING WAREHOUSE 
F.W. HAGEN 4 CO. 1131 EAST 771n STREET 


CHICAGO, ILL. 


LOGICAL DISTRIBUTING CENTRE 
Central House, Dock House (100’ x 400’) 
Grand Crossing, Ill. | South Chicago, Ill. 
- LG or Nickel Plate Delivery. Belt Ry. of Chgo. or E. J. & E. Del’y 
Ample Private Car Switch and Lake Michigan Dock Facilities. 
Thru Transit and Chicago Freight Rates Protected. 
GENERAL MERCHANDISE STORAGE, TRANSFERRING IN TRANSIT 
AND TRANSHIPPING. 
Governed by Illinois Public Utilities Commission. 


CHARLOTTE, N. C. 


Best distributing point in North Se South Carolina. 
Pool Car Distribution, General Merchandise Warehouse, 
Fireproof Building, North and South Carolina Distributors 
for Westinghouse Electric Co., De Laval Separator Co., 
New York; B. J. Johnson Soap Co., Milwaukee; Cudahy 
Packing Co., Chicago, Ill. (Soap Products). Rates 
quoted for storage and reshipping mixed cars. Write us. 


AMERICAN BROKERAGE & WAREHOUSE CO. 


LINCOLN, NEB. 


Best Distribution Point in the West 
Merchandise in car lots distributed to all points. House- 
hold goods assembled and shipped in car lots at reduced 
rates. Cars sent to our warehouses without charge. 


GENERAL DRAYAGE AND STORAGE 
Fireproof Buildings—Trackage Space, 7 cars. 
Service—the foundation of our success. 


CARTER TRANSFER & STORAGE CO., 8th and Q Sts. 


ST. JOSEPH TRANSFER CO. 
‘spony EXPRESS” 
ST. JOSEPH - - - - MO. 


MERCHANDISE STORAGE WAREHOUSE. 
CARLOAD AND L. C. L. DISTRIBUTION 
PROMPT SERVICE GUARANTEED. 


CINCINNATI, OHIO 


Consignments of freight in carloads or less for Cincinnati 
and points beyond solicited, at reasonable rates. 


The moving and placing of heavy machinery a specialty. 


THE CINCINNATI TRANSFER CO. 


Correspondence Solicited. Established 1859. 


ROCHESTER, NEW YORK 


General Storage Forwarding Carload Distribution 


Excellent facilities for reshipping without cartage. Insur- 
ance rate 12 cents. Members of American Warehouse- 
men’s Association and American Chain of Warehouses. 


Write for particulars. 
B. R. & P. WAREHOUSE, Inc. KING and MAPLE STS. 


CINCINNATI, OHIO yok" sCat oT es 
J. C. Buckles Transfer Co. 


SAVE THE DIFFERENCE 


Prevailing high freight rates means greater difference be- 
tween carload and less carload rates than heretofore. 


Send us yoridistributien co North, South, East and West 





Louisville Public Warehouse Co., Inc. 


Accumulators and Distributors of All Classes of Freight 
Have COMMERCIAL FREIGHT DEPOT Center 
of City, Storage, Traffic and Transportation Depts. 
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TABLE OF CONTENTS 


EDITORIAL 
Traffic World index—The duty of the traffic clubs—The railroad 
problem 


CURRENT TOPICS IN WASHINGTON 


A boost for Commission-control—Roosevelt and railroad regulation 
—The Sims live stock bill—McAdoo spills government owner- 
ship beans—Government ship control 


SENATE COMMITTEE RAILROAD HEARINGS 

THE RAILROAD PROBLEM—By Lewis J. Spence 
ACTIVITIES OF THE RAILROAD ADMINISTRATION 
RAILWAY PROBLEMS—By S. T. Bledsoe 

PERSONAL NEWS AND NOTES 


DECISIONS OF INTERSTATE COMMERCE COMMISSION 
B. Johnson & Son vs. St. L. & S. F. et al.; case 9407; ties (51 I. C. 
C., 518-521) 
Houston Exporters’ Association vs. A., T. & S. F. et al.; case 9321; 
bagging (51 I. C. C., 509-513) 
David Kaufman & Sons Co. vs. C. R. R. of N. J. et al.; case 9979; 
scrap iron (51 I. C. C., 521-522) 


LEGAL DEPARTMENT 
Knotty questions on interstate commerce asked by subscribers 
answered by an expert 


MISCELLANEOUS TRAFFIC DECISIONS 
Cases decided by state and federal courts 


SHIPPING DECISIONS 


Cases decided by state and federal courts 


LOSS AND DAMAGE DECISIONS 
Cases decided by state and federal courts 


HELP FOR THE TRAFFIC MAN 
Questions on practical traffic matters answered by an expert 


DOCKET OF THE COMMISSION 
Assignment of dates and places of hearing and argument before 
commissioners and examiners 


THE TRAFFIC SERVICE BUREAU 


WASHINGTON, COLORADO BUILDING CHICAGO, 418-430 S. Market St. 
Telephone, Main 3340 Telephone, Harrison 8808 
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You Need 
This 1919 
Shipping 
Service 


bpd are you going to do in 1919 to cut shipping costs 
and get your goods to the customer quicker and without 


loss? There is no better method you can use profitably than 


the Ideal Shipping Service. 

It speeds up your shipping department, saves your money, 
eliminates railroad claims and gets the goods through to the 
customer on time. Used by shippers in every kind of busi- 
ness, the Ideal Stencil Machine has proven that it pays 
for itself in three months and then gives you a daily income. 
The neat, attractive addresses marked with stencils cut on 
the Ideal Stencil Machine impress the customer with the 
respect you have for his orders and the pride you take in 
your business. 

A new book telling about Ideal Shipping Service will be 
mailed on request. 


Ze [EAL chine 


“Will Safeguard Your Shipments.’’ 


IDEAL STENCIL MACHINE COMPANY 
20 Ideal Block, Belleville, Illinois 





packages for overseas? 







we 
J 
| 


NEAT, DEPENDABLE SHIPPING CONTAINERS 


We suggest “ACME” SPECIAL STRAPPING for this purpose 


Acme Steel Goods Company 2834-40 Archer Avenue, Chicago 


Branches: NEW YORK, ATLANTA, MONTREAL, LOS ANGELES, SAN FRANCISCO, NEW ORLEANS 





a you properly reinforcing your 

If not, you 
will we am be interested in finding the 
best method for doing this, and it will be 
our pleasure to enlighten you on any 
points where you may have any doubt. 


If shippers don’t offer the railroads strong, secure con- 
tainers it is not unreasonable to believe that stringent 
rulings will shortly be made to change those conditions. 


WRITE NOW FOR SAMPLES AND PRICES 


NAILLESS 
STRAP 


FOR FIBRE 
CONTAINERS 
AND LIGHT 
VENEERED CASES 





National Freight Rate Service 


Transportation Bldg., Chicago, Ill. 
“THE ONLY PUBLICATION 


COVERING THE ENTIRE 


United States and Canada 


NAMING RATES ON 


Freight, Parcel Post and Express 


Price, including changes in rates, $15.00 per year 
Write for particulars 


POSITION WANTED 
BY 
Competent Traffic Man 


39 years old; unmarried; hard, conscien- 
tious worker; strictly sober; 17 years’ ex- 
perience with large manufacturing plants. 


I CAN GET RESULTS. What have 
you to offer? Address “WORKER,” 
Care of Traffic World, Chicago, IIl. 











ACME 
“DOT EMBOSSED” 


300 feet to a coil 
20 coils to a case 
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